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Improvements in Woodworking Machinery. 


Messrs. Goodell & Waters, of Philadelphia, are introducing 
several new patterns of wood-working machines, suitable 
for car and other railroad work. Amongst them is a large 














work to be done. The variable power feed (which is not 
shown in the engraving) is actuated by a disk which can be 
traversed across the face of a revolving disk driven from an 
adjacent pulley. The useof a power feed actuated by a 
treaile leaves the operator’s hands free to move the timber. 
On the feed being released, a counterweight draws the saw 
back ready for another cut. When not cutting the saw rests 
between wood clamps, so that it can be filed without remov- 
ing it from the machine. 

Another new machine is an upright gaining or cross- 
cutting saw, suitable for small car and cabinet work, and 
capable of dealing with timber up to 4 in. thick. The table 


Plan 





Fig. 1. 








pensed witb, and the framing is arranged to bolt against a 
vertical pillar or wall. The rims of the wheels are made of 
five thicknesses of wood glued together, and bicycle spokes 
with adjusting nuts are used. At the rim the spokes are se- 
cured tosmall T-shaped malleable castings, which in turn are 
fixed to the rim. 

It is well known that band saws are often broken by being 
-started suddenly by some one in a hurry who thoughtlessly 
slams over the strap-shifter Even the lightest possible band- 
saw wheels have a certain amount of inertia, which at the 
high speed absolutely requisite to do the work throws an 
excessive strain in the band saw. Mr. Vernon, of Messrs. 
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Fig. 3. 


Side Elevation. 


CUT-OFF SAW, BY GOODELL & WATERS, PHILADELPHIA. 


cut-off saw, the construction of which is shown on the 
accompanying illustrations, figs. 1,2 and 3. Itis suitable 
for either a 86 or 38 in. saw, the latter size standing about 
13 in. above the table. The saw is mounted on a traversing 


frame which basa total movement of 48 in., and carries | when the treadle is released. The right-hand half of the | fork is not rigidly attached to the sliding part, but is simply 





the saw and guide pullies. The strap encircles nearly three- 
fifths of the circumference of the small pulley on the saw 
spindle, and thus insures it being driven without slip. As 
will be seen from the engraving, the total length of the strap 
is unaffected by the travel, and the whole of the gear is 
above the floor level, so that no excavation is needed, and if 
desirable the machine can be placed with its back (the top 
part of fig. 1) close against the wall, with the driving gear 
on the front side. 

Both hand and frictional power feeds are provided, 
the latter capable of being varied according to the class of 





is adjustable horizontally by means of a hand wheel which 
governs the depth of cut, while the saw is fed vertically 
downward by a treadle acting against a coiled spring of flat 
brass. The spring restores the saw to its highest position 
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Fig. 5. 
KEYSTONE PLANING MILL, FOR FLOORING. 
Made by GoopELL & Waters, Philadelphia. 


table has a detachable feuce, so that the work can be gained 
or cross-cut at any angle. 

Another useful little tool, capable of dealing with 3-in. 
lumber, is fitted with a small circular saw at one end of the 
spindle, and a drill chuck at the other end. The table is 
adjustable vertically, and can also be canted by means of a 
raking sliding support which is graduated, so that the table 
can be correctly s3t at any angle. 

Another tool which is especially designed for the use of pat- 
tern makers is a small band saw. In order to render it an in- 
expensive machine, the usual foot resting on the floor is dis- 





| Goodell & Waters, has introduced a simple little device, 
| shown by sketch in fig. 4, which prevents the strap being 
| shifted suddenly. A weight, the position of which can be 


| adjusted, is attached to the fork of the strap-shifter. Tae 


Le 


held by an easy-fitting bolt, permitting the fork to move 
round it as a centre, consequently when the sliding piece is 
violently jerked over, the inertia of the weight causes the 
fork to lay behind, and it is only moved into position by the 
weight slowly falling, and bringing the forks at right angles 
to the sliding piece. The belt can be thrown off instantly as 
a pin keeps the fork at right angles to the’ sliding piece ih 
that direction. 

The saw is kept tight by a balance weight at the end of a 
lever, the other end of which bears against the under side 
of the sliding bearing carrying the saw, Should the saw, 
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however, meet a knot, it buckles above the knot before the 
weight has time to fall sufficiently far to tighten the saw, 
and consequently a small rubber spring or pad is interposed 
between the lever and the saw, so as to take any small 
sbocks promptly. 

The Keystone planing machine, of which we give a per- 
spective view in fig. 5, is another recent introduction, 
especially designed for preparing flooring rapidly. It is 
made in two sizes, to take either 7 or 14-in., stuff, 3-in. thick: 
The cutter bars are solid steel forgings, machined to stand- 
ard gauges. Before being placed in a machine, each spindle 
is rolled on a horizontal knife-edge to ascertain if it is in 
perfect balance or not, and any undue weight is corrected 
by drilling a hole in the part carrying the cutters. The 
shoulders of the journals of the cutter-bars are carefully 
filleted. Formerly little attention was paid to this point, 
but square corners are certain to develope a crack sooner or 
later, especially in high-class steel. The journal bearings 








The report of the Executive Committee was brought for- 
ward, amending and codifying the various resolutions passed 
from time to time as regards the adoption of standards. The 
Committee suggested and the convention voted the repeal of 
certain resolutions adopted at all early conventions of the 
—— and which now conflict with subsequent resolu- 

ions. 

A very important modification was made in the resolution 
as regards standard height of draw-bar. After considerable 
discussion it was agreed by a vote of 37 to 7: 

“That the standard height of draw-bars for freight cars, 
measured perpendicularly from the tops of the rails to the 
centre of the draw-bar, which was adopted at the meeting 
held in Richmond, Va., in 1872, is hereby declared to be 2 
ft. 9 in., when tLe car is empty.” 

It is evident that the height of the draw-head can be most 
conveniently ascertained when the car leaves the shops, and 
that any allowance then made for the springs coming down 
under a load must be more or less guess-work. Apparently 
a great deal of diversity of practice had existed on this 
point, some members building cars so that the height to the 





draw-head measured 2 ft. 9 in. when the car was empty 
‘and then making 2 ft. 10 in. or 2 ft, 11 in., and other mem- 
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Strap Shifting Gear for 


are babbited, and oil-ways cut in the upper half, and a large 
oil cellar in the lower half. The frame is made in as few 
pieces as possible, and is designed for strength ratber than 
beauty, continuous flanges running along all the edges. All 
the holes are drilled from large cast-iron templates, the 
holes in which are bushed with steel, and the whole of the 
work is made on the interchangeable system, which greatly 
facilitates repair, and indeed should make each machine 
give more true and accurate results than was possible under 
the old system of fitting each machine separately. 








The Master Car-Builders’ Convention. 


The eighteenth annual convention of this body was heid 
at Saratoga on the 10th. 11th and 12th instant. The Dela- 
ware & Hudson Canal Co. ran for the convenience of those 
attending the convention a special train from Albany to 
Saratoga. The train was composed of two Wagner parlor 
cars conveying Mr. L. Garey, the President of the Associa- 
tion, and a party of friends from New York, and a standard 
Boston & Albany first-class coach conveying Mr. F. D. 
Adams, Master Car-builder of that road, and a party from 
Boston and New England. The Delaware & Hudson Canal 
Co. contributed a new first-class car, which rode very easily, 
and the train was completed by the addition of the Rail- 
way Age private car, which conveyed a party from New 
= by the West Shore route. 

e 


ployed to hold the blind in any position. 
spring-roller blind is used, and the foot of the blind is 
weighted with a bar of magnetized iron which, projecting 
beyond the sides of the blind, adheres to two vertical iron 
rods attached to the window-post. This arrangement keeps 
the blind steady at any height, and as there are practicully 


no gph parts, it is difficult to see how it can ever need 
repair, and the loss of etism would seem to be the only 
possible deterioration. It is stated, however, that as long 


as the bars are kept in contact the magnetism remains un- 
impaired. — rust on the iron surfaces might, 
however, render magnetic attraction ineffective. A 


lengthened trial will demonstrate whether the difficulty is | 


serious. The unusually lofty windows of the car were fitted 


with acateh, which, operated from the centre of the lower | 


sash, maintains the window ip any position, a spring latch 
rod taking into a finely divided rack placed on the side of 
the*window-post. The car was finished internally with ma- 
hogany ; narrow-headed panels of which took the place of the 
ordinary head lining, and while the carving was practically 
entirely uced by machine work, tbe whole effect was 
extremely tasteful and F goers to the eye. The seats were 
trimmed with old gold ; coat-hooks were provided above 
posse pons and parcel-racks above every alternate seat. The 
ru 


were fitted up with quadruplicate ne springs, 


each half of a spring being com 





oston & Albany car was fitted with a novel form | 
of blind fastener, magnetism being for the first time em-| 
An ordinary | 


Final Position 


High-Speed Band Saws. 


bers turning out the cars when new with a height of 2 ft. 10 
in. and 2 ft. 11 in., so that when laden the cars would 
measure 2 ft. 9 in. from the rails to centre of draw-heads. 
The difficulty of adopting a standard throughout the roads 
of the country is well shown by this diversity of opinion as 
to the meaning of a rule which has now been in existence 
for 12 years. 

The convention passed a resolution to eppeies a committee 
to urge the importance of the adoption of standards on the 
managers and superior officers of railroad companies, the 
consequent economy in repairs and saving of time being in 
some cases imperfectly appreciated by those not immediately 
connected with the repair and interchange of cars. 

Mr. T. A. Bissell (of the Barney & Smith Manufacturing 
Co.) illustrated on the blackboard the effect of the diversity 
of practice which prevailed as to the width of flanges of 
wheels, the distance from the back of the wheel to the com- 
mencement of the curves in the root of the flange varying 
from 1% in. to 2%, iv., equivalent to a difference of 11 in. 
in gauge of track. 

The subject of providing an exit in ‘the roof and floor of 
passenger cars was then discussed. It was urged that some 
means of escape should be provided for passengers in case 
of a car leaving the track lying on its side. The use of an 
ax or saw to make a hole in the roof often involved a loss 
of time, which in the winter meant loss of life. Mr. F. D. 
Adam thought any special openings unnecessary. In Massa- 
chusetts axes and saws were placed inevery car. On the 
| Boston & Albany they were placed both inside and outside 

ofevery car, and were simply secured in place by leather 
| straps, which could be cut with an ordinary pocket knife. Mr. 
W. 't. Cloud considered the question an important one. 

The question of the best method of preserving axle jour- 
nals from rust was discussed, and white-lead and oil, and 
white-lead and tallow were recommended, but it was stated 
| that bagging placed over the latter preparation made the 
| best job, keeping the white-lead moist, when it could be re- 
|moved without the loss of time. If allowed to get hard 
| some time was lost in removing the preservative coating. 

Messrs. Robert Miller and William Forsyth then presented 
| a report on the adoption of a standard freight car truck, 
| and exhibited drawings of various forms of trucks in which 
| they suggested the use of a solid cast-steel side frame, the 
| pedestals, brackets for cross frames, brackets for brake-beam 
| hangers and the side bearings forming one casting. 

The meeting examined the drawings with much interest 
}and then adjourned. 





SECOND DAY. 


On Wednesday, June 11, the Convention was called to 
, order at 10 a. m. by the President, Mr. L. Garey. The fol- 
| lowing is a condensed account of the proceedings: 

| Mr. Bond, of the Pratt & Whitney Co., formally delivered 
| to the Association a standard 2-ft. rule which may be re- 
garded as absolutely accurate witbin yo¢5o5 part of an inch. 
| Mr. Bond explained the methods adopted to insure accuracy 


of one Jeuf tapering | in this rule, the length of which has been derived directly 


in thickness from the centre to the ends. These springs of | from the standard yard in the possession of the British Gov- 


course effect an important sgving of dead weight, but appear 
to be somewhat quick in action. 

The convention met at Congress Hall, and as the season 
has barely opened at Saratoga, the master car-builders and 
their friends being almost the only visitors, the work of the 
Association proceeded without any possible restraint im- 
posed by the presence of a large number of members of the 
ordi public who care little for standard gauges and 
screw-tbreads, provided they can travel by rail with speed, 
safety and comfort, objects which the labors of the members 
of the Association are eminently calculated to attain. 

The convention was called to order on Tuesday, the 10th 
inst., at 10:30 a. m., by the President, Mr. Leander Garey, 
and after an address of welcome in the name of the in- 
habitants of Saratoga had been listened to, the President 
delivered an o} address, in which he dwelt strongly on 
the importance of uniformity in car couplings and tread 
and gauge of the wheels, two of the most important sub- 
jects to be discussed at this convention. 


| ernment. 

Mr. M. N. Forney, Secretary to the Association, then read 
| a very valuable paper on the ‘‘ Relation of Railroad Wheels 
|and Rails to each other.” The paper was very exhaustive, 
|and covers the ground very completely, and brings for- 
|} ward a large array of facts to bear upon the ques- 
|tion of the proper form of tread and flange of wheels 
|and head of rails. The real action of coned wheels, 
j;which has been a _ dispufed point since the first 
| days of railway working, was shown by a very simple and 
| conclusive experiment, demonstrating that a vehicle with 
| wheels of unequal diameter will run ina curvejwhose radius 
| is proportionate, not to the difference in diameter of the 
| surfaces of the'tread bearing on the rails, but to the length 
of wheel base. A four-wheel truck of 5 ft. wheel 
base, with wheels coned according to the prevailing 
practice, would tend to run in a curve of nearly a mile 
radius. This is demonstrated by a model which was ex- 
hibited in action to the meeting. Mr. Forney stated that 


repeated experiments gave the same results having no doubt 
as to their accuracy. It would therefore appear that the 
coning of wheels has little effect in helping a car to round a 
curve. Mr. Forney suggested a form of wheel tread which 
would, he considered, be best suited for general adoption. 

Alengthy andanimated discussion then ensued in which 
Mr. Goodwin (Lehigh Valley), Mr. Lentz (Lehigh Valley), Mr. 
Davenport, Mr. John W. Cloud (Pennsylvania), Mr. Uaffer- 
ty (Road Master Lebigh Valley), Mr. F. D. Adams, Mr. E. B. 
Wall, Mr. Martin and others took part. It was ultimately 
resolved that a committee of which Mr. Goodwin, Mr. Forney 
and three other gentlemen to be named by the President 
should be members, should consult with road-masters and 
wheel-makers, and make trials with wheels of the form of 
tread suggested by Mr. Forney. The '¢-in. radius joining 
tread and throat of flange, which was recommenaed by 
Mr. Forney, was, however, to be changed to %-in. 

The Committee appointed to investigate the question of 
the adoption of a standard form of brake shve and block 
then presented their report, which was discussed by Mr. 
Wilder, Mr. F. D. Adanis and others. 

After some other business of an unimportant character, 
the Convention adjourned until the next day. 


In a subsequent number of the Railroad Gazette we shall 
give a fuller report of the proceedings. 


COMMITTEE REPORTS. 


FREIGHT CAR FRAMING AND TRUSSING. 

The Committee on “ Freight Car Framing and Trussing”’ 
has held three meetings and obtained from various sources 
all the information it coula bearing upon the general sub- 
ject. The Committee did not think it best to issue any circular 
of inquiry, but instead it obtained drawings showing the 
practice of a number of large railroads throughout the 
country in this respect. After examination of these draw- 
ings the Committee deemed it best to represent the most 
general practices by three models, which are submitted with 
this report and referred to as models Nos. 1,2and3. If 
the Committee succeeds in indicating clearly the good and 
bad points of these three systems of framing and in show- 
ing where some improvement may be made in cars of mod- 
ern capacity, they will feel that the object in appointing the 
Committee bas been fulfilied. 

Model No. 1 represents what has been in times past the 
almost universal practice, so far asthe general features of 
the design gu. It is still the plan most generally used, but 
frequently with two less panels than shown in the model. 
This style of framing appears to have given reasonably satis- 
factory results before the introduction of cars of the present 
increased size and capacity, but that it is not as well adapted 
to these large cars is indicated at least by the existence of a 
greater variety of types, the most important of which will 
be referred to in snodels numbers 2 and 3. In the opinion of 
your Committee the principal defect in the frame shown in 
model No. 1, for modern box and stock cars is the lack of 
endwise stability of the house, due in turn to imperfect side 
framing, as each individual panel considered alone may be 
dislocaied by some endwise shock against the underframe, 
as each panel is braced in but one direction, and there is 
notbing in it to prevent elongation of that diagonal and the 
shortening of the other diagonal. 

Weare well aware that the usual argument is that the 
car is made stiff in both directions by the fact that the 
braces are inclined in opposite directions on the opposite 
sides of the car door to the bolsters. We are of the opinion 
that this has some stiffening effect but that it is insufficient 
to properly secure each panel from distortion by the inertia 
of the house and its load when the car receives a heavy shock 
in the line of draft, and that it is essential for durability 
that each panel should be so braced or tied as to be perfectly 
free from distortion under the various shocks which the car 
receives in active service. It seems to us that the life of acar 
body and the maintenance of its shape are largely depended 
upon this matter, and that it is also important that this 
practice be carried out in such a manner as will add the 
greatest amount of stiffness to the car sides laterally, so as 
to prevent their bulging out under pressure uf the load. 

Model No. 2 represents the practice on some roads which 
looks like an attempt to meet tbe very difficulties above re- 
ferred to, as it contains in addition to the framing shown in 
model No. 1, tie-rods in eight panels running along the op- 
posite diagonal to that occupied by the braces. It also con- 
tains an additional post in the middle of each panel extend- 
ing from the side sill to the belt rail only. The tie-rods are 
used presumably to stiffen the car endwise, and the short 
posts tostiffea the sides laterally, but your Coinmittee would 
call attention to the fact that any panel with the brace in 
one diagonal and the tie-rod in the other diagonal, can still 
be distorted by lengthening of the former diagonal and 
shortening of the latter, and there is nothing in this framing 
to prevent just such an occurrence. Further, the additional 
short posts cannot add much lateral stiffness to the car sides, 
as one end is secured to the brace at or about its weakest 
point. Itseems to us that any combination of Pratt and 
Howe trusses, such as this, is radically wrong for the reason 
above indicated, and that the diagonals should both be 
braced or both be tied to insure rigidity of the panel. 

Model number 3 exhibits anotber style of framing in use, 
apparently designed to overcome the same difficulties, This 
framing has posts only at the ends and at the doors, but has 
braces and ties alternately and with opposite inclination, 
without any intermediate posts. By considering the strains 
in this framing we cannot see any reason for greater stabil- 
ity from the shock than in models numbers 1 and2. We 
think that the lateral stiffness of the sides must be inferior 
to both of the foregoing. 

Thus far we have looked at these three systems of side- 
framing in an abstract manner and without much reference 
to their actual performances. We have, however, in dis- 
cussing model number 1, referred to the fact that railroad 
companies which formerly used that method bad departed 
from it and followed the forms shown in the models num- 
bers 2 and 3, and we consider this the most convenient way 
of showing that the framing shown in model number 1 is not 
well adapted to cars of modern capacity, as every one who 
has had any extended experience knows to be a fact. 
Styles shown in models numbers 2 and ¥ have not yet been 
in use long enough and in a sufficient number of cars to 
warrant*our drawing any positive conclusions from their 
service. We have therefore nothing further to add to the 
foregoing reasons why these two styles are not likely to ful- 
fill the wants of railroads in general. 

The Committee finds an almost entirely uniform practice 
in underframe and the end framing with the exception of 
some variation in depth of truss to underframe, which we 
think is better to be made deeper than the average practice, 
otherwise we have no comments to make in regard to the 
underframe of freight cars, except to call attention to the 
advantage of the use of iron body sore Inasmuch, how- 
ever, as there is a larger Committee appointed to report in de- 
tail upon the standard 60,000 pound box-car, your Committee 
refrains from making any explicit recommendations at this 
time, as we see no reason for any difference in the general 
style and plan of framing for 60,000, 50,000 and 40,000 
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pound cars, but only for chauges in detail of sizesfor cars of 
different capacities. 
All of which is respectfully submitted. 
JoHN W. CLoup, 
R. H. Souez, 
L, PACKARD. 


( Committee. 


STANDARD FREIGHT AND PASSENGER CAR TRUCKS. 


Your Committee have examined the freight car trucks in 
general use in the United States and Canada, and do not yet 
find any which are sufficiently satisfactory to recommend to 
you as a standard. 

In addition to the recommendations made in our last re- 
port, we now suggest a uniform spread of 5 ft. from centre 
to centre of wheels. 

We also think it important that a truck for heavy loads 
and high speed should allow a free vertical motion of the 
box so that the stresses (produced by the blow of the wheel 
striking the joints and frogs) are not communicated directly 
to the truck frame. This implies either boxes working on 
pedestals or the side-frame, independent of the cross-frame. 
We present designs in which each of these conditions are 
embodied. 

The use of cast-steel having a tenacity superior to 
wrought-iron and equal ductil ty renders it possible to 
design a truck which sball have correct shape for strength, 
with minimum weight and least number of separate parts. 

A solid pedestal frame made of this material is not objec- 
tionable on account of numerous separate castings, bolts, 
etc., as all other pedestal trucks are. 

We have designed two trucks which show how a steel 


Thursday, June 12.—Excursion to Mount McGregor—to 
leave hotel at 3 p. m.; banquet in Congress Hall at 7 p. m. 
The committees in charge of the entertainment are as fol- 
ows: 

Executive Committee.—J. Seaver Page, J. Weymer, W. 
W. Snow, H. A. Rogers, T. W. Getman, J. T. Leighton, W. 
P. Seguine, C. D’W. Gibson, D, M. Brady. 

Invitation Committee.—W. Ww. Snow, Wm. Toothe, Geo. 
W. Morris, R. M. Van Arsdale, C. J. Post, Geo. Buntin, W. 
P. Seguine, Jos. K. Boles, Frank Cummings, C. D’W. Gib- 
son, F. H. Andrews, Jas. T. Leighton. 

Music Committee.—Daniel M. Brady, W. K. Jewett, 
James C. Kellar, William M. Baldwin, Fred. P. Barnes. 

Excursion Committee.—J. Seaver Page, H.S. Hale, H. A. 
Rogers, Aaron French, C. P. Choate, H. C. Valentine, J. E. 
French, C. A. Moore, A. A. Dame, F. L. Howard, E. Cliff, 
Charles Miller, Frank Murphy, Wm. J. Watson, Wm. K. 
Chapin, Aquila Rich, R. Dudgeon, Charles E. Tripp. 

Carriage Committee.—T. W. Getman, W. R. Ellis, A. D 
Keyes, John Kent, J Weymer, B. R. Miller, W. K. Chase, 
J. G. Hendrickson, C. M. Bolen, Thomas Smith, Thomas 
Griffin, Geo. W. Sweet, Jr. 

Reception Committee.—F. W. Devoe & Co., Geo. H. Tha- 
cher & Co., Geo. R. Meneely & Co., Paige Car Wheel Co., 
Clarence Brooks & Co., National Tube Works Co., Geo. 
Buntin & Co., Detroit Steel & Spring Co.. N. & A. Middle- 
ton & Co. (Limited), Manning, Maxwell & Moore, Ramapo 
Wheel & Foundry Co., Nathan Manufacturing Co., H. A. 
Rogers, Griffin Car Wheel Co., Otis Iron & Steel Co., 
Thomas Prosser & Sons, Valentine & Co., a : 
Tillotson & Co., Aaron French & Co., Murphy & 





casting may be used for a truck frame. 

Plan A shows a solid steel frame 5 ft. spread, with equal- | 
ized and half elliptic springs. The pedestals, brackets for | 
cross frame, brackets for brake-beam hangers, and the side | 


bearings, form one casting. The bolster is rigid and made ' 


—— 


similar to the tender trucks of the West Shore Railway. 
The brake beams are similar to those designed by Mr. 
George Westinghouse, and described in his letter attached 
to our last report. The brake gear is adapted to the auto- 
matic train trake. 

The wheels are shown 36 in, diameter, but either 33 in. or 
36 in. may be used. The axle bas collarless journals 4 in. 
by 8 in., wheel seat 544 in. and diameter at middle 4% in. 

The box has the Fletcher lid, and good dust-guards, made 
of leather secured between two thin boards. 

This truck would be expensive, but we believe it would 
be well suited to cars of large capacity for high speed. It 
would be economical in repairs, and would produce little in- 
jury to the car body and track. 

Plan B shows another form of solid steel frame with ped- 
estals, and spiral springs directly over the journal box, In 
this plan the car body is suspended frown hangers on a rigid 
cross frame, and can swing laterally or longitudinally. The 
wheels, axles and boxes are similar to those in Plan A. 

Plan C shows a diamond truck in which the cross-frame is 
independent of the side frame, and in which the same sus- 
pension principle is used asin Plan B, ‘The wheels, axles, 
etc., are similar to Plan A. 

We bave thus endeavored to satisfy the advocates of both 
rigid and swing centre trucks—those who favor diamond 
trucks and those preferring pedestals, andit remains for 
you to decide which principle shall be adopted. 

The plans are not presented for ed adoption, but we be- 
lieve they contain elements which may assist in the design 
of a truck which the majority of you will find satisfactory. 

Wedo not think it important that a standard passenger 


truck be adopted, and this part of the subject should bere- | 
after be omitted. The only passenger cars which frequently | 


pass over different hnes are sleeping cars and special cars. 
You may think it desirable to make some effort to secure 
uniformity in the wheels, axles, boxes, bearings, pedestals 
and brake sboes of such cars, and if so, it should form the 
subject for another committee. 

In conclusion, we recommend that a new committee on 
Standard Freight Trucks be appointed, so that this impor- 
tant subject may be considered from a new point of view, 
and that your best talent be selected for the committee. 

ROBERT MILLER, : 
WILLIAM ForsyTH, j Committee. 


ENTERTAINMENT. 


The following programme of entertainment has been ar- 
ranged for the membeis of the Master Car Builders’ Asso- 
ciation, at Saratoga, this week: 

Tuesday, June 10.—Drive to Geyser Spring and Wood- 
lawn Park; music in the evening. 

Wednesday, June 11.—Excursion to Saratoga Lake and 
White Sulphur Springs—leaving the hotel at 8 p. m. 


Company, French Spiral Spring Co., Berry Bros., 
Andrews & Clooney, Allen Paper Car Wheel Co., 
Galena Oil Works, Gardner & Co., Cliff & Righter Co. 
(Limited), W. R. Ellis, Ajax Metal Co., Pintsch Lighting 





Co., J. 8S. Heartt & Co., J. L. Howard & Co., National Car- 
Builder, Post & Co, Troy Malleable Iron Co., Rochester 


rs > 


AMERICAN RAILWAY DITCHING MACHINE. 


Car Wheel Co., Shipman & Bolen, H. P. Nail Co., C. 
T. Raynolds & Co., R. Dudgeon, Hale & Kilburn Manu- 
| facturing Co., Hicks & Smith, Jersey City Wneel Foundry 
| & Machine Works, Winslow Car Roofing Co. 








The American Railway Ditching Machine. 


Tbe engraving illustrates another of the many ways in 
which the power of steam is being substituted for manual 
| labor: and apparently one of the simplest, since the machine 
| proper consists merely of two pairs of derricks with appro- 
| priate rigging and a bucket to be worked by each pair, all 
| mounted on an ordinary flat, car and moved by a locomo- 
| tive in the usual manner without special attachments. 
| Simple as the machine is, however, it seems to be well 
| adapted to the work for which it is designed. The ordinary 
weight of the car and machine, ready for use, is 28,500 Ibs., 
making the weight of the macbine proper, exclusive of the 
flat car carrying it, some 10,000 lbs. It is worked by six 
men and a locomotive and crew. The capacity of the 
buckets, one of which is carried on each side, is from 1 to 
14 cubic yards of earth when it is comparativeiy dry, but 
when it happens to have just the right degree of “ sticki- 
ness” (as it is apt to have in ditches), much more can often 
be carried, and in mud it is said that as much as 25 cubic 
yards has been moved at once by throwing it ahead of the 
buckets. The buckets can be readily swung about so as to 
operate in either direction—a very important convenience 
when the ditches have to be cleaned out from the centre of 
the cut each way, as usually happens. 

In using the machine the buckets can be filled but once in 
the cut, and are then taken out to the dumping ground, but 
}as it is not necessury to stop the engine either to fill or 
| empty the buckets the trips can be made quite rapidly—in 
| about ¥0 seconds in ordinary cuts, it is claimed. The length 
|of the cuts would make comparatively little difference, of 
course, as it is stoppiug and starting which consumes most 
| of the time. The wetter the material to be moved the bet- 
ter, a circumstance which is certainly no slight advantage, 
as it is in the spring, when the ditches are apt to be very 
wet and the weather rainy, that most of the ditching needs 
to be done. 

Up to March 1, two years after the introduction of the ma- 








chine, there were 13 in use on the Chicago, Milwaukee & St. 
Paul road; four on the Chicago, St. Paul, Minneapolis & 
Omaha; three on the Missouri Pacific, and one on the Green 
Bay, Winona & St. Paul. Mr. C. HL Prior, Assistant General 
Superintendent of the Chicago, Milwaukee & St. Paul, writes 
of it that it is ‘ta good thing, and will do the work of 40 to 
75 men per day,’and it costs but little to make them ; and Mr; 
A. Cox. Road-Master of the St. Paul & Omalia, who used 
the machine for eight days last year, writes us that he 
thinks it would have required a train and at least 35 men 
to do the same work that he did with the machine in wet 
clay cuts, where it was most difficult for men to work, and 
that the expenses for the eight days were $125, which is 
about one-fourth of what it would have cost to do the work 
with men. 

At a meeting of the Road-Masters’ Association in St. Paul 
last year the members saw the machine at work, and passed 
a resolution expressing confidence in its practicability and 
value. 

The patent for this machine is owned by the American 
Railway Ditching Machine Company, of which Mr. F. D. 
Underwood, Superintendent of the Southern Minnesota 
Division of the Chicago, Milwaukee & St. Paul Railway, is 
General Agent, his address being La Crosse, Wisconsin. 








Friction of Car Journals at Low Velocities. 


At the meeting of the American Society of Civil En- 
gineers, June 4th last, Vice-President Wm. H. Paine in 
the chair, a paper was read by A. M. Wellington, 





member, giving the details and results of experiments 
with-a new apparatus upon the friction of car-j urnals at 
low velocities. These experiments were undertaken to test 
the correctness of aseries of tests made upon the Lake 
Shore & Michigan Southern. Railway in 1879, and de- 
scribed mn a previous paper. These latter tests were made 
by starting cars from a state of rest down a known grade 
and deducting the resistances from the velocity acquired by 
the aid of electrical apparatus. The present experiments 
were made by an apparatus in which the axle to be tested is 
placed in an ordinary lathe having a great variety of speeds 
the resistance of the axle being measured by the levers con- 
nected with a yoke encircling the axle and transmitting 
the pressures to a suitable weighing apparatus. It 
was found important that this weighing apparatus 
should be direct, as, for instance, a platform scale rather 
than aspring scale. The results of these experiments as to 
initial friction were that friction at very low journal speed 
is abnormally great and more nearly constant than any 
other element of friction. Tbis abnormal increase of friction 
is due solely to the velocity of the revolution. At velocities 
slightly greater, but all very low, the friction is stil large, 
the coefficient falling very slowly and regularly as velocity 
is increased, but being constantly more and more affected 
by differences of lubrication, load and temperature. A 
very slight excess of initial friction would generally be 
observed. There is no such thing in journal friction asa 
friction of rest in distinction from a friction of motion, 
since the so-called friction of rest continues indefinitely at 
very low velocities. The fact that friction of rest appears 
to exist is due solely tothe fact that no journal or other 
solid body van be instantly set into rapid motion by any 
force, however great. Atordinary operating velocities the 
character and completeness of lubrication seems to be much 
more important than the kind of oil used or even the pres- 
sure or temperature, 

Comparisons were made of experiments by Professor 
Thurston and bv Mr. Tower, and the experiments of the 
author. The rolling friction proper in railroad service seems 
to be very small indeed, not exceeding 1 Ib. perton. As to 
the resistance of freight trains in starting, it is believed that 
the resistance atthe beginning of motion in each journal is 
about 20 lbs. per ton. A velocity of from one-half to three 
miles an hour must be obtained before the journal friction 
falls to 10 Ibs. per ton. At six miles per hour the journal 
friction is at least 1 lb. per ton higher than at usual working 

Temperature exerts a very marked adverse iu- 
fluence upon friction at low velocities. The velocity of 
lowest journal friction is 10 to 15 miles per hour, With 
bath or other very Fea lubrication there is a very slight 
increase of journal friction accompanying velocities up to 
55 miles per hour. With less perfect lubrication, as with 

or siphon, greater velocity is as apt to decrease as to 





crease the coefficient. The latter being more like the 
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ordinary lubrication in railroad service, we may say with- 
out sensible error that the coefficient of Pg friction is 
a constant for velocities of 15 to 50 miles per 
our. 
The paper was discussed by members present. 




















































































American Society of Civil Engineers. 





The annual convention of the American Society of Civil 
Engineers began in Buffalo, June 10, a large number of 
members being present. Mr. T. Guilford Smith, of Buffalo, 
was chosen Chairman, and the Society at once proceded to 
business. 

The first thing in order was Mr. J. B. Francis’ paper on 
“The Humphrey Turbine Water Wheel,” which he onl 
touched upon, it having been printed and circulated previ- 
ously. He also spoke a few words and made a blackboard 
coere to illustrate his paper, ‘‘ Experiments on Submerged 

Teirs.” 

Mr, A. M. Wellington then read a paper entitled ‘‘The 
American Livefrom Vera Cruz to the City of Mexico, with 
Notes of Some Otber Lines from the Coast to the Plateau.” 

Considerable discussion was provoked by the reading of a 
paper entitled ** The Ravages of the Teredo Navalis, Com- 
monly Known as the *Ship Worm,’ ” by Engineer P. C. As- 
serson of the United States Navy. 

Several offers of. hospitality from local associations were 
appropriately received. 

An excursion was on the programme for the afternoon, 
but was postponed on account of the rain, and a business 
session held instead, at which Mr. Desmond Fitzgerald, 


Superintendent of the Western Division of the Boston Water- 
works, read a paper upon the ‘ Analysis of the Rainfall at 
Lake Cochituate, Mass.” The speaker found many who 
differed with his analysis and theory of forest destruction 
as a means of diminishing the amount of rainfall. His paper 
was followed by one upon ‘ Electrical Transmission from 
Niagara Falls,” by Mr. Benjamin Rhodes of that place. 

Mr. Rhodes’ paper was followed by a longer one on ‘ The 
Heavy Gun Question,” by Captain Otho E. Michaelis, 
Orduance Corps, United States Army, of the Frankford 
Arsenal, Philadelphia. Discussion was postponed upon it 
until Friday morning. . ; , 

The meeting then went into executive session, under Vice- 
President Joseph P. Davis, in the absence of President 
Whittemore. After some discussion, five members were ap- 
pointed a nominating committee, who, according to the con- 
stitution, are to name candidates for the presidency of the 
society, who will be elected before Jan. 1 by letter-ballot. 
They are: General George S. Field, of Buffalo; Mr. Albert 
Fink, Trunk Line Commissioner, New York; Mr. George 
E. Gray, Chief Engiveer of tbe Southern Pacific Railroad, 
San Francisco, Cal.; Mr. Thomas C, Keefer, Engineer, 
Ottawa, Ont.; and Colonel Flad, of St. Louis. 

The Committee on a Uniform System for Tests of Cement 
reported progress, but had no paper to offer, or discussion, 
as yet. 

Mr. Sanford Fleming, of Ottawa, of the Committee on 
Standard Time, then read a report in brief, the full text of 
which was in pampblet form in the bands of the members. 
It created much interest, which resulted in the offering, by 
Mr. William E. Wortham, of the following: 

“« Resolved, That a memo be addressed to the President 
of the United States, setting forth the substance of the 
report of the Committee on Standard Time, and suggesting 
that the railway and other important interests of which the 
society is in some means the exponent, should be represented 
at the Washington International Conference, to fix and 
determine a prime meridian, by the appointment of the 
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President of the American Society of Civil Engineers as a | 
member of such conference.” 

The resolution was unanimously adopted. 

At the evening session President Whittemore delivered his | 
annual address. 

On June 11 the members visited the Suspension Bridge 
at Niagara Falls, inspecting that stiucture and also the new 
Cantilever Bridge. 








Piers for the Salterhebble Viaduct. 


The engravings herewith illustrate a somewhat novel and 
handsome design for masonry piers, taken from the design 
for this new viaduct, which is fully illustrated in The 
Engineer, The increasing number of heavy structures in | 
which regard for architectural effect and for solid and inde-| 
structible work overrides the desire for economy in first 
cost, and the lower rate of interest on money tend to increase 
the number of such high masonry piers to be built; and the 
designs herewith well illustrate that the trite rectangular | 
outline is neither as strong nor as handsome a form as may | 
be adopted for disposing a given amount of masonry. ‘The | 
piers of the East River Bridge, for instance, although by no | 
means so bald and unornamental a form as is often adopted, | 
and having the dignity which such an enormous mass must | 
always have if in any way carefully designed, have been | 
severely criticised as architecturally unworthy of the situa- | 


tion, or at least much less effective than they might easily | 
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nia & Oregon Railroad came up for passage, but, a roll-call 
showing no quorum present, went over under the rules. 

In the House on the 9th: 

A bill was passed to amend the act authorizing the Soutk- 
ern Maryland Co. to extend its road into the District of 
Columbia. 

A bill was passed authorizing the construction of bridges 
across the Willamette River in Oregon. 








TECHNICAL. 


Locomotive Building. 





The Rhode Island Locomotive Works in Providence have 
recently delivered several eight-wheeled freight engines to 
the Fargo Southern road. 

The Mauchester Locomctive Works in Manchester, N. H., 
have completed two heavy passenger engines for the Fitch- 
burg Railroad to be used on the Saratoga express trains of 
that company. These engines bave 18 by 24 in. cylinders 
and 66 in. driving wheels. The boilers are 54 in. diameter 
of barrel and the tenders carry 3,500 gallons of water. The 
euaioee are fitted with the Westinghouse automatic air 

rake. 

The Baldwin Locomotive Works in Philadelphia are build- 
ing five freight engines for the Duluth & Iron Range road. 


Car Notes. 


The Boston & Albany shops at Allston, Mass., are at present 
building two new passenger and two combination baggage 
and smoking cars for the road. They are also building 100 
box cars to run on the Nickel Plate line. 

The Anniston Car Co., in Anniston, Ala., has completed 
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SALTERHEBBLE VIADUCT, ENGLAND. 


have been made. The somewhat bold and novel design of | 
the Salterhebble piers will show what improved effects to | 
the eye may be obtained by a little variety of outline. 

The viaduct is intended to carry a portion of the Hudders- 
field & Halifax extension of the Hull, Barnsley & West Rid- 
ing Junction Railway, Mr. W. Shelford, Engineer-in-Chief, 
over the Salterhebble valley. The site of the viaduct lies 
about a mile south of the great manufacturing town of Hali- 
fax, near which are found fine building stones. 

The total length of the proposed viaduct is 1,342 ft., con- 
sisting of a south abutment having an arch 40 ft. span over 
a road, nine spans 130 ft. between centres, and a north abut- 
ment with a plate girder bridge of usual construction over 
another road. The greatest height from rails to the surface 
of tbe ground is 142 ft. The foundations are good. The 
main girders are of the simple Warren type, 126 ft. span 


between centres of bearings, and placed 23 ft. 8 in. apart 


between centres. The method adopted of suspending the 
chords immediately below the top floor beams is adopted to 
provide a substantial parapet in the event of a train leaving 
the rails. 
likelihood of a train leaving the rails in a high wind, such as 
caused the Tay Bridge disaster. 








Transportation in Congress. 


In the House on June 4th : 
A bill was passed providing for the forfeiture of lands 








granted to the Oregon Centra! Railroad and not earned. 
The bill to forfeit unearned lands granted to the Califor- 


A wind fence is further provided to reduce the | 


two sleeping cars for the Georgia Pacific road, and is build- 


ing several more passenger and sleeping cars. 


Bridge Notes. 
The Penn Bridge Works in Beaver Falls, Pa., have taken 
contracts for several iron highway bridges in Beaver 
County. 

The Passaic Rolling Mill Co. in Paterson, N. J., is turning 
| out the iron work for the new elevated railroad which the 
| North Hudson County Raiiroad Co. is building in Hoboken, 
|N. J. The work is nearly finished. 


Iron Notes. 


The mills of the North Chicago Rolling Mill Co., at Bay 
| View, Wis., are in full operation. The two blast furnaces 
| are making about 1,300 tons of pig iron a week, all of which 
| is consumed by the company. The bar mill and the fish-plate 
mill are fullof work. The nail mill has recently begun 
making nails of Bessemer steel, for which there is expected 
to be a large demand. 

The Laclede Rolling Mill in St. Louis is running single 
turn except in the sheet mill. 
| La Grange furnace in Danville, Tenn., bas been torn down 

and a new furnace is being built on the site. The new stack 

is 65 ft. high and 11 ft. bosh, and is expected to make 50 tons 
| of iron a day. 

The New York & Ohio Iron & Steel Co., in Ironton, O., 
is rearranging the machinery in its rolling mill. A new 
| engine bas been purchased with which the muck train will 

be run, leaving the engine nowin position for use on the 

sheep train only. 


Manufacturing Notes. 


The Brown & Sharpe Manufacturing Co. in Providence, 
R. L, is building a new extension to its machine shop 
The addition is four stories high and about 80 ft. long. 

The American Ship Building Co. in Philadelphia last week 
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launched a three-masted iron schooner intended for the West 
India trade. 

The Continental Machine Tool & Iron Works in Philadel- 
phia recently Snished a 1,500-ton hydraulic press to go to 
New York, also a 100-ton press and a 42-in. planer for Phil- 
adelpbia parties. 

Tbe Aj1x Forge Co. in Chicago has taken possession of the 
frog sbops of the late Union Iron & Steel Co. at Bridge- 
po:t, and is going into the manufacture of frogs and cross- 
ings, 

The Great Western Railroad Supplies Co. is preparing to 
build works in East St. Louis, IIL, for the manufacture of 
iron and steel forgings for locomotive and car work. bridge 
iron, bridge and car castings of all kinds. The company is 
incorporated under the laws of Illinois with a capital of 
$500.000, and its officers are: President, John Wilson; Vice- 
President, James Millan; Treasurer, Dr. J. H. McLean, 


The Rail Market. 


Steel Rails.—The market is unchanged, sales being reported 
only of small lots, for which quotations run from $32 to 
$33 per ton at mill. For any large order for cash or on first- 
class security some reduction would probably be made. The 
mills are tairly well filled with work for the next three 
months, and are not anxious to take orders except for fall 
delivery. 

Rail Fastenings.—Quotations are nominally unchanged 
at $2.35 per 100 lbs. tor spikes at Pittsburg, $2.50 to $2.75 
per 100 lbs. for track bolts, and 1.65 to 1.75 cents per Ib. 
for splice bars. The market is exceedingly dull, and makers 
will probably be willing to grant considerable concessious 
for the sake of getting a large order. 

Old Rails.—Ybe market is dull, and the only sales re- 
ported are a few small lots of old iron rails at $21 per ton in 
Philadelphia. 


Cooling Railroad Cars. 


The French railway authorities are at present engaged in 
a series of experiments from which, perhaps, our own direc- 
tors might take some hints. With hot weather coming on, 
or at least in the ordinary course of nature expected, the 
problem is how to keep the railway carriages cool. In 
France travelers are packed very tight, and most trains 
go very slowly, and the authorities bave to arrange to 
deliver their buman cargoes at distant termini with 
vitality not quite extinct. So they are now exercised 
in seeking how to cool their carriages. They have 
gone as far as India for suggestions, and _ the 
favorite experiment is with a _ kind of punkah. 
A long cylinder runs the length of the roof of the carriage, 
furnisbed with fans, set in motion by revolving the cylinder. 
After many systems tried, this seems to be the most practi- 
cable, and the only point in dispute is how to get the motive 
force. The surplus steam of the engive bas been tried on one 
line, and on another a little arrangement like a windmill 
attached to each carriage, the motion of the train causing 
the wings to revolve, while the occupants of each carriage 
can regulate or arrest the stream of air. Both systems are 
being tested, and our companies need only take the benefit 
of these experiments and adopt the most successful or the 
least costly.—/f’all Mall Gazette. 


The Steepest Grade. 


Much bas been written about the construction of the moun- 
tain divisions of the Denver & Rio Grande ; travelers have 
marveled at the 4 per cent. grades and the !5 degree curva- 
tures of the remarkable narrow-gauge railroad which pene- 
trates the most rugged cafions and climbs the most lofty 
mountain ranges of the Rockies. But nobody has ever well 
described the wonderful little feeder of the Leadville Divi- 
sion which modestly leaves the main line in Brown’s Cafion 
and ascends the mountain gulches to the east with the steep- 
est grades and the heaviest curves in the world that are 
overcome with the ordinary drive-wheel locomot ve. Afar 
up io this range of mountains, seven miles away, and nearly 
8,000 ft. bigher than the bed of the cafion, is the famous 
Calumet Mine, from which is extracted the bematite iron 
ore that keeps in blast the furnaces of the Bessemer works at 
Pueblo. Every morning of the year a ponderous locomo- 
tive and a small train of cars toil up this steep, and every 
afternoon they make the perilous descent to the valley loaded 
with iron, with the steam brakes on the cars, the water 
pres-ure on the locomotive drivers, and a man standing at 
the brake wheel of each car. 

This is the most wonderful piece of railroading in the 
universe. The maximum gradeis 406 ft. tothe mile, or 
nearly 8 per cent., and the maximum curvature 25 degrees. 
The terminal of the branch is half a mile bigber than the 
commencement. Imagine then the diffi-ulty in ascending 
with empty cars, and the danger of d-scending with loaded 
ones, Suill, strange though it may seem, a locomotive 
cannot make the descent unless at least five cars are attached. 
The latter are essential to provide the resisting power for 
the steam brakes. The trip up is snailish, return is rapid, 
in spite of the steam pres-ure which cuts the car wheels into 
sparks that fly out in a constant stream from the brakes, in 
‘spice of the reverse action, in spite of the lavish use of the 
sand pipe and in spite of the water brake on the locomotive 
drive wheels. 

Some few years ago, when the operation of the line was com- 
menced, :upaway accidents were of almost daily occurrence, 
The seven mil-s were, witbin a brief period, strewn with 
the wrecks of cars and locomotives, and iron ore. The 
most discouraging results attended tbe persistent efforts to 
make the lime serve the purpose for which it was con- 
sruected. Day after day contrul over the descending train 
would be lost; some defect would interf-re with tbe work- 
ing of the steam brake; and even with the brake in success- 
ful operation the train would take a crazy votion and go 
flying down the mountain sues, along the brinks of fearful 
precipices, through the reck-bound gullies, snd around the 
acute curves, like a bolt of lightning The train bands 
would leap for life, and then the locomotive und cars would 
be dashed into fragments. In all these accidents, however, 
nobody was burt. Thonsands and thousands of dollars’ 
wortb of rolling stock is said to have been destroyed before 
a succe-sful system f operation was establi-hed. Oly very 
few of the bigher officials of the Rio Grande realize how ter- 
rible was the experience of these rides, and it is told of two 
of them who onc- summed up sufficient curiosity and cour- 
age to make the journey, they were so frightened that they 
hung on tothe steps of the caboose, expecting every mo- 
ment to have to Jeap for life. 

Finally extremely heavy locomotives were built, and a 
force of exceptionally brave trainmen were secured. The 
latrer was instructed to cling to their post at every hazard, 
and to never flinch in the moment of danger. Not a serious 
accident bas been recorded since. Starting from the mine 
every brake is manned, so that in case the steam should fail 
the train coula be checked. While there have been several 
rupaways, in two vears there has not been a wreck. 
Tne sight of one of these trains descending is one of 
thrilling interest, the sparks from the car wheels cutting a 
pathway of light down tbe mountains, which can best be 
described as having the appearance of a molten stream of 
fire rushing down to the river bed of the cafion.—Leadville 
(Col.) Chronicle. 

This is certainly the heaviest gradeon any permanent road 





‘air brake. 


workei with ordinary locomotives. Mr. Latrobe, on the 
Baltimore & Ohio, and Mr. Ellett, on the Virginia Central. 
used 10 per cent. grades (528 ft. to the mule), and worked 
them with ordinary locomotives; but in both cases these 
grades were only temporary expedients, used to cross moun- 
tains until tunnels could be completed. There are heavier 
grades, but they are worked either by stationary engines 
and cables, or with a rack-rail, as on the Mt. Washington 


Railroad. 
“Fritz, Let Fly.” 


The 50-ton hammer with which Krupp belabors his large 
steel blocks bears the name “Our Fritz.” Its stroke on the 
1,000-ton anvil, although the latter rests on a chabotte of 
upward of 100 square feet in size and is surrounded by 
water, causes a deafening noise and a concussion resembling 
an earthquake. The hammer bears the inscription, ‘Fritz, 
let fly.” ‘This inscription has the following history: When 
in 1877 the Emperor William visited the works at Essen, 
this steam hammer attracted his attention. Alfred Krupp, 
the present head of the firm, presented to the Emperor the 
machinist Fritz, who, he said, handled the hammer with 
such nicety and precision as not to injure, or even touch, an 
object placed in the centre of the block. The Kmperor at 
once put his diamond-studded watch on the spot indicated, 
and beckoned to the machinist to set the hammer in motivn. 
Master Fritz hesitated out of consideration for the precious 
object: but Mr. Krupp urged him on by saying, ‘Fritz, let 
fly !” Down came the hammer, and the watch remained 
perfectly untouched. Tbe Emperor gave it to the machinist 
asa souvenir. Mr. Krupp added 1,0CO marks to the hand- 
some present, and caused the above words to be inscribed on 
the hammer.—Lachange. 


Fast Time. 


We are indebted to Mr. Samuel Stevenson, General Ticket 
Agent of the Cincinnati, Hamilton & Dayton Railroad, for 
the following schedule of fast time made bya special train 
run for Mr. Cornelius Vanderbilt from Toledo to Cincinnati 
on May 8. The request for this train was received by Mr. 
C. J. Hepburn, General Superintendent, at 10 a. m., and 
the train left Toledo at 12:26 p. m. 
tunity to make any special preparation for the trip, the 
time made is all the more remarkable and reflects bigh 
praise upon the condition of the property of the company as 
maintained by its officers: 






































| Miles 
From. To Distance. | Time. | 4 

| hour. 

| 

| Perrysburg . ...| 9.1miles. 10min. | 54.6 
Perrysburg..... Tontogany. ....; 11.0 “ | 14 “% | 47.1 
Tontogany....... Weston...... .. | eo * | & * | 720 
= Deshler.......... an, | 41.2 
ae eae See eee 
eee Columbus Grove! 13.2 “ 16“ | 49.5 
Columbus Grove|Lima............ ras “" ite *: ae 
OS ee Wapakoneta... 129 “ 27 | 88 
Wapakoneta..../Sidney.......... } 19.8 i“ s *.| we 
rer 12s," | 39.6 
RR See ee [Jai |e? | we 
TROP... Tiprecanoe...... a MO ie. SOG a 
Tippecanoe...... \Dayton ... .... 14.8 |“ i» * | SAT 
DOOR... coves. C.C.C. & 1 June. iM | 8 “41 eS 
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Total time, 4 hours and 40 minutes; actual running time, 
4 hours and 4 minutes; running time, including stops, 43.13 
— per hour; actual time, deducting stops, 49.47 miles 

r hour. 
 hadstant Superintendent W. F. Stark, of the Dayton & 
Michigan Division, in the run from Toledo to Dayton, claims 
an allowance of 43 minutes for stops, detentions, change of 
engines and the passing of eight regular trains. Granting this 
allowance, the run of 142.1 miles was made in 162 minutes, 
or an average of 52.63 miles per hour. The run from Toledo 
to Lima was made by Engineer George Cooper on engine 
No. 61, Rogers make (1859), 5 ft. drivers, 15 by 22 in. 
cylinders. From Toledo to Lima the run of 71.1 miles was 
made in 1 hour and 42 minutes. Between Lima and Day- 
ton—71 miles—the run was made in 1 hour and 33 minutes 
by J. LaRue on engine No. 73. Grant make (1868), 5}¢ ft. 
—“s wheels, 15 by 22 in. cylinders. 

J. W. Finfrock, Train-master of the Cincinnati, Hamilton 
& Dayton Divi-ion, claims that the train was run slow over 
the Dayton bridge, which was being repaired; that three 
crossing stops were made; a stop for water; that the train ran 
slow from New River to Schenck’s, 444 miles; slow through 
the streets of Hamilton, and slowea up at Cincinnati limits, 
four miles distant from the stopping pomt. Without, however, 
allowing for any of the above detentions, the run of 59.1 
miles from Dayton to Cincinnati was made in 69 minutes, 
or at an average speed of 51.41 miles per hour; but witn an 
allowance of 12 minutes, which is considered a low estimate 
for lost time, the run from Dayton to Cincinnati of 59.1 
miJes was made in 57 minutes 

Chief Engineer Joseph Ramsey, Jr., who was on the en- 
gine between Dayton and Cincinnati, says be timed several 
miles in less than 60 seconds each, and that the fastest mile 
was made in 45 seconds. The fastest long dis'ance run on 
the Cincinnati, Hamilton & Dayton was 20.8 miles in 19 
minutes (65.6 mules per hour) between the Cleveland, Co- 
lumbus, Cincinnati & Indianapolis Junction and Middle- 
town, by Josepb Ayres, with engine No, 104, Cincinnati, 
Hamilton & Dayton build, 544 ft. drivers, and 16 by 22-in. 
cylinders, weight 67,795 lbs.—Official Guide. 


New Cars for Boston Roads. 


Several of the local railroads are about making additions to 
their equipment of an important character, and others of 
them will do so at an early date. The passenger business on 
all the lines is remarkably good at the present time, and, 
although a little early in the season, the summer travel is 
already very heavy. It is principally in anticipation of this 
traffic that the additions noted are being made. The Old 
Culony Co. bas just received an elegant drawing-room car, 
built by the Wason Car Co. at Springfield. At this same 

lace, also, six new 72 seat passenger coaches for the Fitch- 
berg road are nearly ready for shipment. These are each 
54 ft. long by 94¢ ft. wide, of the Pullman standard, olive 
coloring, and have the master car-builders’ standard trucks, 
with 33-in. paper wheels and the Westinghouse automatic 
he inside finish is mahogany, with oak and ma- 


There being no oppor-. 





hogany head linings throughout, and the Baker & Smith 
heater. They will cost, completed, $5,300 each. At 
the Bradley shops in Worcester two new cars for the 
Boston & Maine road have just been finished and forwarded. 
These are each 67}<ft. long, including the Miller plat- 
forms and couplers, and 93¢ ft. wide, and are numbe re- 
spectively 166 and 167. hey are painted a beautiful lake 
color, with gold ornamentations and stripes. The trucks are 
of the master car-bui'ders’ standard, the woodwork being 
covered with iron plates % in. thick and 7 in. wide, which 
add greatly to their strength. Each truck bas four 42-in. 
paper wheels, and the brakes are of the Eames vacuum pat- 
tern. The inside fimsh is mabogeny, with head and side 
linings of maple, and in the clear-story is a decorated lining. 
In the main drawing-room are 22 high-back, revolving rat- 
tan chairs and four end seats, upholstered in crimson plusb. 
A smoking room with six chairs, a lavatory, porter’s closet 
and Baker & Smith heater are at one end of the car, and a 
ladies’ toilet room and Loudoir at the other. There are 23 
polished plate windows, 20 by 34 in., on each side, and as 
the window posts occupy only 4 in. space, the sides of the 
car are nearly all glass. The Boston & Albany, the New 
York & New England, and the Eastern roads also, have new 
cars in process of construction, which will be ready for ser- 
vice during the summer.—Boston Traveler. 


Fast Time on the Baltimore & Ohio. 


A dispatch from Washington, June 8, says: ‘‘ The special 
wig: oy A train over the Baltimore & Ohio road, convey- 
ing the Washington correspondents from the convention, 
left Chicago at “rd m, Saturday (or 3:10 Fastern time) 
and arrived here at 2 o’clock this afternoon, making the run 
of 813 miles in 23 hours, while the actual running time was 
but 19 hours and 30 minutes, The time of the special from 
Chicago to Chicago Junction—273 miles—was 6 hours and 
30 minutes; actual 1uoning time 5 hours 35 minutes, an 
average rate of upward of 52 miles an hour, an unprece- 
dented run for the distance. At onetime 57 miles were uac- 
complished in 59 minutes, and frequently single miles in 
from 56 to 58 seconds. The final 27 miles from Barnesville 
to the Ohio River was made in 28 minutes, and 6 miles of 
the distance was run in 4 minutes, or at the rate of 90 miles 
an hour. The 4¢3 miles from Chicago to the Obio was run 
in 11 hours and 20 minutes, including 38 stops. Actual 
running time 9 bours and 20 minutes, or the unparalleled 
average for the distance of fully 50 miles per hour. 

“From the river to. Washington the run was an excellent 
one, but no special effort was made other than to bring the 
entire run within 2% hours until Wasbington Junction was 
reached, when the engineer was instructed to run in the last 
44 miles at the rate of a mile a minute. He exceeded the 
Ilmit by half a minute, and ran the last 1634 miles in 14 
minutes, the 44 miles in 43 minutes 30 seconds. 

‘Notwithstanding the high rate of speed attained the 
convention-weary eqrecspontionts enjoyed a most comfort- 
able night’s rest, and there is no doubt that the actual run- 
ning time could have been reduced to 18 hours between 
Chicago and Washington. _Tbhe correspondents adopted a 
series of resolutions thanking Major Pangborn for the 
luxurious train, and Charles Selden, of the telegraph com- 
pany, and Conductor Duvall, for courtesies.” 


Hot Boxes. 


Mr. Herman Claudius, who is contributing a series of arti- 
cles, entitled ‘‘ New York and Vicinity,” to the Journal of 
the German Railroad Union, says in one of them: 

‘One day I stood in the main railroad station of the cit 
of Elizabeth, in New Jersey, where the Pennsylvania Rail 
road and the Central Railroad of New Jersey cross at grade. 
A coal train on the Central approached from the west, and 
I counted no less than four axle boxes burning, some 
flaming bright and some smcking. On the Pennsylvania 

ilroad also I have very often seen axle-boxes burning, 
and one evening the oil of an axle-box of the passenger car 
in front of mine burned so that at Chestnut street, in 
Newark, it was necessary to bring water to put out the 
flame, which burned up as high as the windows. The car 
was not set out of the train, the passengers remained in it, 
and although in the Hackersack Bridge, half-way be- 
tween Newark and Jersey City, the flame broke out 
bright again, the train kept on with undiminished speed, 
down the grade past Marion, rushed through the pretty 
bigh curve at the foot of Jersey City Heights, and finally 
reached the Jersey City station with the bearings not 
melted, though the flames reached nearly up to the roof of 
the car. I pever saw a freight train stop, at Menlo Park, 
for example, to cool a hot-box or set out the car with one, 
though there is a yard there for storing cars. An incredibly 
large number of axle-boxes lack their covers—on yo J 
freight trains something like one-third. The end of the axle 
is exposed ; under it lies cotton or waste, saturated witb oil, 
and so itiseasy to understand why the journals so often 
ruv hot, since sand or dirt can reach them. But there is 
another reason why axles get hot here easier than in Europe. 
Here most freight cars carry a weight of 153 lbs. per square 
inch of bearing, against 114 lbs, in England. 





THE SCRAP HEAP. 


Primitive Railroading. 

The editor of the Ponca, Neb., Journal, tells how they 
used to travel on the narrow-gauge railway between Sioux 
City and Ponca a few years ago. He says: 

“The narrow gauge went up and down bill, so much so 
that when climbing the grade near the summit, the shriek- 
ing, struggling Jittle engine found it difficult to make head- 
way. In those days the genial conductor always regarded 
the few passengers as guests, and treated them accordingly 
and when the train went up hill, and the engine gave a howl 
of despair, would get off and push behind. These were the 
baicyon days of railroading. Werecollect going down from 
Ponca to Jackson one day. We were the only passenger— 
frequently the train bad no passenger atell, Below the 
summit we saw a man in a field plowing. He owed us on 
subscription. Being sbort of bankable funds we desired to 
hold a short seance with him. We stated our desires to the 
conductor. Did he turn a deaf ear to us and whip up the 
train? No. He jerked the cord and stopped the train and 
we went and dunned the map. Durivg our absence the con- 
ductor went tothe creek and fished. Those were the a 
toral, the joyful, the inimitable days of railroading. The 
like we shail never see again.” 


The Tickliest Spot on the Road. 

‘* Ahead of us is the tickliest spot on the road,” shouted a 
B. & O. engineer, with bis bead out the cab window, as his 
locomotive plunged arou :d curves, through short tunnels 
and along a little shelf which was at the top of an asmost 
perpendicular precipice of enormous height, ruaning 
straightdown tothe river. ‘“ You see,” added the fireman, 
as he paused between his periodical shovelings into the 
groaning creature’s fiery maw, “this isn’t rock bank 
here; only dirt, and it crumbles off easily. The company 
is fixing it all the while, and keeps two men to qounz 
mile pn bed here night and day watcbing things. Don 
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startle so; there’s no danger. Yes, we’re going pretty lively 
to-night; behind schedule. Any accidents ever occur here ? 
Ob, ves; about a month ago a freight went over the bank. 
The fireman, he jumped, but the engineer went over. Don’t 
be afraid—she always bobs around like this on these curves. 
Did they get the engineer out of the river? Yes, they got 
bim out. Lucky, you think? Well, they were two weeks 
a-doing it. That is the Yock River down there—the Yough- 
iogheny. Hold on tight, now, we are just coming to the 
worst place, where 200 ft. of track slid into the river the 
other day. Allright, buddy, Pll give you all the steam ye 
want, so let ber out. Certainly I smoke. Thank ye. 
There’s no danger, providin’ the track-walker is attending 
to biz.”"—Chicago Herald. 


Russian Train Wreckers. 

A cable dispatch from St. Petersburg, May 26, says: ‘‘ A 
serious railroad accident has occurred near Bologoe. The 
rails had been willfully loosened by unknown persons. This 
caused the Moscow express to leave the track, and the 
engine, luggage, and three passenger carriages were thrown 
down an embankment. One person was killed and seven 
were injured. Among the latter was the Vice-Governor of 
Orel. ‘The Grand Duke Sergius, who was traveling along 
that bo reached the scene soon after the accident oc- 
eurred. 


The Cheaper Way. 

Seeretary of a certain railroad, entering the Presideut’s 
office with a newspaper in his hand 

“The villains!” 

“What now?” 

“Why, here is an article asking if our road cau meet its 
June ivterest! Did you ever?” 

‘Never! That editor ought to be hung.” 

**Sball I begin a libel suit?” 

“ Yes—yes—at once! That is, wait c few days. I'll see 
the Treasurer, and if he suys be can borrow the money to 
pay the interest we'll make that infernal newspaper 
sweat.” 

* And if we can’t borrow?” 

‘“Ob—ab! Yes, we may be short. I guess upon the 
whole, we had better ignore tbe article. Also, the news- 
paper. Also, aJl the people connected with it. Nothing so 
hurts a newspaper as to ignore its existence.”— Wall Street 

i:asateand 


News. 
A Novel Race. 


A horse in Switzerland has been running a strange race. 
A skort time ago, when the passenger train from Berne to 
Lucerne left the station Voblbausen, a four-year-old horse 
escaped from its master and ran upon the track close in 
front of the engine, galloping abead of the train as far asthe 
next station. Here, while the train stopped for two min- 
utes, the horse got ahead. By the time the next station 
was reached the train had nearly overtaken the horse. 
Soon after the beast stumbled and lost a shoe; nevertheless 
he managed to pick bimself up, and continued to run in 
front of the train, arriving as victor at Lucerne, buthed in 
sweat, but quite uninjured. There he was caugbt and 
tended by the station authorities. He had run 12.4 miles in 
834 minutes, besides traversing two dark tunnels with perfect 
safety. 


Not Billed There. 


The Colorado River at the Needles is filled with driftwood 
and ruins of freight trains. The other day a part of a Den- 
ver & Rio Grande box car filled with freight came floating 
serenely down past the bridge, and no effort was made to 
re it. Superintendent Smith, in speaking of it, said : 
“ Why didn’t we stop it? Well, sir, in the first place it was 
not billed to the Needles, and furthermore the freight was 
not prepaid. You know the rules of our road.”—Albu- 
querque (N. M.) Independent. 


A Pacific Railroad Incident. 


One of the most singular traits of our common humanity 
is the fact that no matter how arctically indifferent the citi- 
zen of a particular locality may be to his neighbors while at 
home, he no sooner becomes a traveler than his local pride 
sticks out like the pegs on a hat-rack, and at a minute’s 
notice. 

The other morning while the east-bound overland was 
stopping at Council Bluffs, a man suddenly climbed into one 
of the Pullman cars and exclaimed in an anxious voice: 

‘*Ts there a Southern man aboard ?” 

“There is, sah. From Nothe Carliny, sah!” responded a 
gentleman attired in a black suit, velvet vest and leg boots, 
those ante-bellum landmarks of the sunny South. 

‘**Tben I appeal to you to aid a case of real distress,” said 
the stranger. ‘I give a dollar myself,” and he dropped 
a dollar ia his own hat. 

‘I’m frem Florida, sah,” said a thin man farther along, 
*‘and I make it two dollars.” 

‘* Tf there’s anybody here from Wisconsin,” said a stout- 
—s party in jeans, “‘suppose we subscribe three dollars 
apiece 

*Tt'sa go!” shouted a fellow citizen to the last speaker, 
pulling out bis pocket book. : 

“New York says five dollars,” snapped out a stylish-look- 
ing young fellow, fiippivg a gold piece down the aisle. 

**So does Massachusetts,” coolly chimed in a Boston man, 
dropping a greenback into the delighted collector’s hat. 

“Gentlemen,” quietly announced a solid-looking passen- 
ger, ‘tthe Keystone State pities the starving family, or 
whatever it is, just ten dollars,” and he counted out the coin. 

“Tilinois goes that one better,” anda traveler with a 
‘‘wheat futures ” look fished out three fives. 

“‘ Just pass this up, please,” said a St. Louis pork-packer, 
handing the Chicago man a twenty, with a grim smile. 

‘*The poor widow catches Utah for twenty-five dollars, 
said another man amid a general smile. 

‘Put Wyoming down for thirty,” and a big cattle ranger 
began unwrapping bis wallet. 

* V'he Silver State says thirty-five,” shouted a big fellow 
with a sack of specimens, who had been unstrapping his 
money belt. 

‘** Tf the returns are all in,” finally said a man with a big 
felt bat and a nugget breast-pin, as he stood up and looked 
around calmly, “I should like to ask if there is another 
Californian present.” 

There was no response. 

“All right,” said the gentleman from the Comstock. 
“Then I'll subscribe for him. Here’s a hundred dollars 
Strom the Sunset State!” and be dumped the gold into the 
already heavily weighed bat, just as the whistle blew and 
the collector started for the door. 

‘““Who did you say all that money was for?” shouted 
several, as the train slowly pulled out. 

‘*What for? Why, for beer!” yelled the man with the 
bat, and at the same moment about a dozen more old bums 
and tramps crawled out from under a flat car and executed 
a wild scalp-dance of joy as the train disappeared around 
the curve.—San Francisco Evening Post. 


Railroad Young Men’s Christian Association. 


_At the annual meeting of the Springfield Railroad Asso- 
ciation last night there were addresses by Rev. L. L. Potter 


and Rev. Drs. Eustis and Buckingham, with singing by the 
Hope Church boy-choir. Encouraging reports were read. 
Chairman J. M. Griggs, of the Executive Committee, gave 
the receipts for the support of the rooms during the year as 
$2,293, the expenditures $2,292. Of the receipts $900 came 
from the three railroads and the Boston & Albany gave an 
additional $600 for the West Springfield branch. Friends 
have contributed 15 daily papers and other periodicals. 
The work needs a larger ball, better facilities for batbing 
and a library for the men. G. A. Lyman for the Member- 
ship Committee reported that 310 bad entered the society 
since the start. that the average membership bad been 
100, with a present membership of 107. Stephen Chapin 
for the Devotional Committee reported that there bave been 
religious services every Sunday, generally in charge of 
railroad men, also four special praise services. The Com- 
mittee on visitation of the sick reported 130 visits. The En- 
tertainment Committee furnished a course of six lectures in 
the winter. A class in mechanical drawing was opened in 
November with eight members, and a class in penmanship 
with nine. Mrs. G. L. Sacket, President of the ladies’ aux- 
iliary formed Nov. 14, 188%, reported a present membership 
of 14. The auxiliary furnished a Thanksgiving dinner of 
290 plates and have held various entertainments through 
the year, besides visiting the sick. General Secretary T. 
F, Judd read an interesting paper on the work in general, 
giving the following statistics: Attendance at reading 
and amusement-rooms, 22,839; baths taken, 1,711; papers 
filed, 4,386; papers distributed to men, 924; sustaining mem- 
bers joined, 105; visits of Secretary to shops, yard, etc.. 
1,018; visits on sick and injured, 124; ‘letters written 
by men at rooms, 424; attendance at Sunday service, 2,294; 
at entertainments. 1,225; at classes, 508; total attendance at 
rooms, 26.268. Secretary G. W. Perin gave the following 
statistics in regard to the West Springfield rooms: Attend- 
ance at the room, 10,847: papers filed. 2,490; papers dis- 
tributed, 844; Bibles and Testaments given away, 5; tracts 
distributed, 1,000; visits on sick and injured, 300; attend- 
ance at Sunday services, 2,018; at services for boys ovly, 
489; at entertainments, 875; letters written by men, 170; 
cottage meetings, 10; sustaining members joined, 25; amount 
expended, $1,000. The rooms have received during tbe 
year a chapel organ, and the railroad companies have placed 
at their employés’ disposal their circulating library of 1,824 
volumes. The association needs a new location for the 
rooms and a bath room. The work on the whole shows con- 
siderable improvement over that of last year.—Springfield 
(Mass.) Republican, June 7. 


He Wanted to Sell His Pass. 


A man with a stock pass on the Chicago & Northwestern 
Railroad stepped into the ottice of the company vesterday, 
at No. 62 Clark street, and walking up to Mr. Rattle, the 
agent, said he wanted to sell the pass. Mr. Rattle carefully 
examined it, as though he were a scalper, and said he would 
take it, remarking as be put it in his pocket : *‘ I'll keep this, 
us such passes are not allowed to be sold by our company.” 
Suddenly the man discovered he had got into the wrong 
place, and became so furious that for a time Mr. Rattle 
thought he would be forced to call an officer. But, after 
exhausting himself in expletives of a peculiar character, the 
man left very well satisfied that he had taken his pass; to 
a poor market to realize on it.—Chicago Times. 


Unused Tickets. 


If some inventive genius would devise a cheap, effective, 
portable machine for so mutilating tickets that they cannot 
be used thereafter, a good dealof trouble and ugly talk 
would be avoided. Had the issues of the Lake Erie & West- 
ern of some three years ago been destroyed when the com- 
pany claimed to have withdrawn them from sale, people 
would not now be traveling on them, 

Three years ago the entire Eastern agency tickets of the 
Great Western Railway of Canada were sent to the Niagara 
Falls paper-mill to be destroyed, but it seems this was not 
done, and a number of them are in the market. It is a ques- 
tion whether it would be better to burn them, or, in 
utilizing their value as waste paper, to run the scarcely 
avoidable risk of their misappropriation. Certain it is, how- 
ever, that if the latter course is pursued, the tickets should be 
so mutilated, under the personal supervision of the proper of- 
ficer, as to be entirely unavailable either for sale or use.— 
St. Louis Republican. 


An Unpleasant Traveling Companion. 


“The liveliest time I ever had on the road,” said the 
sleeping-car conductor, ‘‘ was one night when a snake got 
loose in my car. We were coming east from St. Louis, and 
out at Effingham, [Il., we took on a family of Pittsburghers 
bound for home. There was a boy of ten in the party 
who carried a little wicker cage in his hand, partly wrapped 
up. I thought of course he had a bird in it, and allowed 
bim to take it with him into the car. That night at Dayton, 
which we reached at half past nine o'clock, a pretty young 
lady was put aboard and took a berth at the end of the 
car, near the ladies’ dressing-room. About ten o’clock [ was 
at the other end of the car looking at the porter blacking 


the boots, when suddenly there came from the dress- 
ing-room some of the shrillest screaming you ever 
beard—so keen that we heard it over thd _ noise 
of the train { rushed through the car, fol- 


lowed by the porter, and found the little lady who had got 
on at Dayton perched on tip-toes on the wash-stand, fright- 
ened out of her wits, and pointing at something on the floor. 
She was so excited that I couldn’t make out what she was 
saying, but I looked down, and there was a nasty little green 
snake coiled upin the middle of *the floor and moving his 
head about from side to side, evidently ready for a fight. I 
wasn’t exactly afraid of the thing, but itdid give a creepy 
sort of feeling to see itin my car, ard 1 was just about to 
kill it, when 1 heard somehody bebind me yelling: ‘It’s 
my snake! Don’t killit! Don’t kill it!” and the boy who 
brought the cage into the car rushed in and took the snake 
up in his bands. But when the boy had put the snake back 
in bis cage I settled matters by dropping the cage, snake 
and all, out of the window. I felt like dropping the boy 
out, too. The boy had put the cage under the terth on the 
floor, and when the porter was fishing out the boots he must 
have upset it and let the snake out.”—Fort Worth (Tex.) 
Gazette. 








RAILROAD LAW. 


Train Signals in New Jersey. 

A law passed by the New Jersey Legislature at its recent 
session authorizes the use of electric or pneumatic train sig- 
nals of approved pattern in the place of the bell cord, the use 
of which on all trains is now required by law. 


Right to Condemn Property of a Railroad Cor- 
poration. 

In his decision in the injunction suit of the Pottsville & 
Mahanoy Co. against the Philadelphia & Reading Co., con- 
tinuing the injunction obtained by the Pottsville Co., Judge 
Pershing, of the Pennsylvania Circuit Court, makes the fol- 
lowing points: 








a judicial question. The power resides in the Legislature 
and its exercise is to be determined by that body. Whether 
a railroad will subserve public or private means is a ques- 
tion exclusively for the law-making power, whose answer is 
final and not subject to be reviewed by the courts. It is not 
to be understood by this that the Legisldture is the sole 
judge of what is meant by public use. Its action which di- 
rects private property to be taken is not conclusive of the 
fact that it is for the public use, but it is conclusive, if tbe 
use is public, that the necessity exists which requires that 
the property be taken. The right of eminent domain is to 
be exercised only when public exigencies require it, and 
when such an exigency is declared by the Legislature the 
courts cannot question the wisdom of the declaration, but if 
the Legislature attempt under this power to take property 
for a use not public, then the courts may prevent it. It has 
long ago been settled by judicial construction that public 
use includes taking property for railroads. 

2. The taking of property must always be Jimited to the 
necessity of the case ; consequently no more can be appro- 
priated in any instance than the proper court shall adjudge 
to be needed for the particular use for which it is taken. 

3. The constitution of Pennsylvania expressly provides 
that the exercise of the right of eminent domain shall never 
be so abridged or construed as to prevent the taking of the 
property of incorporated companies for public use, the same 
as the property of individuals. The constitution also pro 
vides that every railroad company shall have the right 
with its road to intersect, connect with or cross auy other 
railroad, so that this right is placed by the fundamental law 
above the reach of any power on the part of the courts to 
prevent its exercise. The manner of crossing is regulated 
by statute. 

4. The Court therefore holds that in Pennsylvania no 
railroad or canal company so exclusively uses or holds its 
corporate property as to prevent another company from 
constructing a competing line, and that there is notbing in 
the law which prevents the condemnation of the property 
of one corporation for the use of another, the only question 
existing whether the property sought to be condemned is 
necessary for the corporate purpose of the company, and on 
that point the decision of the court must be governed by 
proper testimony. No question, however, exists on the right 
to take the property. 


Power of a State to Tax Corporations—Contract. 


In Trenton, N. J., June 5, in the case of Henry S. Little, 
President of the Central Railroad of New Jersey, against 
Samuel D. Bowers formerly Comptroller of Elizabeth, 
and the city of Elizabeth, an opinion was delivered by Jus- 
tice Dixon in the New Jersey Supreme Court. ‘The decision 
is an important one. The syllabus of the case is as follows : 
“The Central Railroad Co. of New Jersey has no irrepeal- 
able contract with the state limiting the exercise of the tax- 
ing power.” The claim of the Central Railroad Co. is that 
the force of the supplement to the charter of the Somerville 
& Easton Railroad Co. of March 17, 1854, and the com- 
pany’s written acceptance of the same, is that an irrepeal- 
able contract between the state and the corporation, to the 
effect that that the latter should pay a tax of one-nalf of 1 
per cent. upon the cost of the road, and that no other tax 
should be levied upon the company. 

“Tf the question were an open one,” Judge Dixon says, 
“T would have no hesitation in reaching the conclusion that 
the power of taxation could not be made the subject of con- 
tract by the Legislature. That it was intrusted to the Leg- 
islature to be exercised and not to be destroved or abridged. 
As it resided in our prototvpe, the English Parliament, un- 
impaired by acts of previous sessions of that body, so it was 
possessed by the Legislature, unfettered save as fundamental 
law restrained it. The constitutional clause protecting con- 
tracts could not with reason be extended to what in all our 
history had been regarded not as a bargain between par- 
ties at liberty to assent or dissent, but as an extension of sov- 
ereign power, controlling the willing and unwilling alike. 

‘But unfortunately, as [ think, the question is closed by 
judicial decisions, which a court in this state can not dis 
turb, aud, unless these decisions shall be reversed, it must 
be conceded that the Legislature has power to barter away 
this essential attribute of government. But in view of the 
extraordinary character of this power and of the great in- 
convenience consequent upon even its occasional use, and of 
the utter destruction of the government that would follow 


its frequent exercise, courts must feel constrained 
to decide that it has been put in form only 
when the opposite judgment cannot be founded 


by a rational mind. If to doubt whether the state has 
parted with any public right is to be resolved that it bas 
not, certainly language can scarcely express the reluctance 
of courts to infer that this most important of all public 
rights has been surrendered.” 

he fact that the company filed a written acceptance of 
the act of 1854 was relied upon as the basis of the irrepeal- 
able charter. The opinion continues: “It appears to me to 
be entitled to no such scope. It is the general rule that the 
charters of private corporations become operative upon their 
acceptance by the parties interested. But whether the 
needed assent is to be given in one form or another seems of 
little importance in determining the nature of the rights 
conferred. The selection of any form sbould not give rise 
to an inference that it was intended to repeal a prior law, 
and so to abridge the taxing power of the state. It is in- 
sisted that a decision of the Supreme Court of the United 
States necessitates the opposite conclusion. I[ do not think 
s». The case referred to and the present one are quite dis- 
similar.” 

The differences between the cases are reviewed at length, 
and the opinion concludes as follows: ‘These differences 
between the situations of the two companies involve the 
main grounds on which the Supreme Court of the United 
States bused its decision, and they deprive the present claim 
of any support from tke judgment of that high tribunal. 
The taxes under review should be affirmed with costs.” 


The United States Statute on the Transportation 
of Live Stock. 


In Boston, June 6, the United States Circuit Court ren- 
dered a decision in the case of the Fitchburg Railrcad Co., 
plaintiff in error, against the United States. This was an 
action under Revised Statutes, United States, sections 4,386- 
4,389, to recover a penalty for unlawfully confining animels 
in course of transportation for more than 28 consecutive 
bours without unloading for rest, waterand feeding. 1n the 
District Court there was a verdict and judgment for the 
United States, and both parties took exceptions, and the case 
now stood for argument upon the questions of law so raised. 
The Court held that the exceptions of the United States, so far 
as they would otberwise be open, were reudered immaterial 
by the verdict; and afterargument upon the except:ons of the 
defendant, affirmed in an oral opinion the judgment of the 
District Court in favor of the United States. The first ques- 
tion raised was the constitutionality of the statute. pon 
this point the Court affirmed the ruling of the District Court, 
entertaining no doubt but that it was constitutional, as 
being within the power of Congress to regulate commerce 
among the several states under the provision of the consti- 


1. The necessity of appropriating private property is not | tution to that effect, as interpreted by numerous decisions of 
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the Supreme Court of the United States. It was further 
contended by the defendant that there was such repugnancy 
and inconsistency in the statute, in respect to the computa- 
tion of the time of confinement of the animals, that it was 
incapable of enforcement. The statute provides that no rail- 
road cotipany carrying cattle ‘‘shall confine the same” in its 
cars ‘‘for a longer period tlian 28 consecutive hours,” with- 
out unloading the same for rest, water and feeding, for a 
period of at least five consecutive hours, and that ‘‘in es- 
timating such confinement the time during which the ani- 
mals have been confined without such rest on connecting 
roads, from which they are received, shall be included, it 
being the intent of this section to probibit their continuous 
confinement beyond the period of 28 hours.” The defend- 
aut contended that the effect of this was to make one road 
punishable for the act of another. The Court held that such 
was not the effect of the statute; that, in effect, it forbade 
any road to confine the animals for such length of time as, 
being added to the previous time of confinement on a con- 
necting road, would amount to more than 28 consecutive 
hours; that the offense, being the unlawful confinement of 
the animals for more than 28 hours, the defendant, having 
participated in that unlawful confinement, was liable to the 
penalty, bowever brief the actual period of confinement on 
the defendant road; and that the statute in this respect was 
properly framed to carry into effect its declared intent. The 
remaiving question was as to the proof of notice or knowledge 
of the defendant road of the previous confinement of the ani- 
mals on the connecting road. The statute imposes the penalty 
on any person or corporation which “ knowingly and will- 
ingly ” fails to comply with the above requirements. The 
defendant at the trial requested the District Court to rule 
that the plaintiff must prove that the defendant road had 
notice or. knowledge of the previous confinement of the 
animals on a connecting road, and must offer some affirma- 
tive evidence in support of the statutory words ‘ know- 
ingly and willingly,” in order to charge the defendant ; but 
the District Court declined so to rule, and ruled that if the 
defendant bad knowledge of the facts, or under the circum- 
stances was ptt upon inquiry in relation thereto and might 
have learned them, it might be held liable, even though is 
bad no actual notice or knowledge thereof. This ruling 
was also affirmed, the Court holding that there migiat be a 
state of facts to which such ruling would correctly apply, 
and that it did not sufficiently appear from the record that 
it was incorrect or insufficient as applied to the present 
case. 





ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette : 





Page, Page 
Atchison, Top. & Santa Fe. .64, 319 Missouri, Kansas & Texas.....337. 
Boston, Concord & Montreal..411 Missouri Pacific.............. 26, 336 
Camden & Atlantic............. 195 New Haven & Northampton....147 


Carolina Central............... 393. N.Y, Chicago & St. Louis. veee3dOD 









Conteal Pacific. .....0. ..ccseces 337 N. Y., Lake Erie & Western....231 
Charlotte, Col. & Augusta. -232 N.Y., N. Haven & Hartford.... 27 
Chartiers........... . 410 N. Y., Ontario & Western...... 106 
Chesapeake & Ohio ...374 N, Y., Pennsylvania & Ohio....139 
Chivago & Alton..........00..... 146 N. Y., Susquehanna & West....147 
Chi.,Burlington & Quincy..259, 318 Norfolk & Western...........++: 260 
Chi., Milwaukee & St. Paul..87, 241 Northern Central....... .. .... 165 


Chi., St. Louis & Pittsburgh...293 Northern (New Hampshire)... 411 
Chi, St. Paul, Minn. & Omaha..375 Pennsylvania & New York.....140 





Cin. & Muskingum Valley ..... 410 Pennsylvania Railroad......... 181 
Cin., New Orleans & Tex. Pa..164 Perkiomem.............ssseeseess 87 
Cin., Wash. & Baltimore........ SOU ENER os ovine 600 200000000500 

Cleveland, Col., Cin. & Ind. . Philadelphia & Reading.... 27, 64 
Cleveland & Pittsburgh.. Philadelphia, Wil. & Balt... ... 196 








Columbia & Greenville 


-.ss.....87 Pittsburgh & Castle Shannon..164 
Columbus, Hocking Vy. & Tol. 202 


ttsburgh, Cin. & St. Louis ..410 
CR ccs k's, ca0Ga6ne? axtsions 392 Pittsburgh & Lake Erie......... 47 
Connecticut River...... .. (4 Pittsburgh, McK. & Yough...... 63 
Consolidation Coal Co. ..26L Pittsburgh, Wheeling & Ky.. ~ 





























Cumberland Valley..... .... .259 Portland & Ogdensburg......... 
Dela. & Hud. Canal Co....140, 259 Portland & Rochester .......... 107 
Delaware, Lacka. & Western..165 Providence & Worcester... ..... 64 
Denver & tio Grande...... .. Richmond & Danvilie.......... 23 
Eastern R R. Association.....351 Rochester & ——_ keestcee 241 
Eliz., Lexington & Big Sandy..875 Rome, Watert. & Ogdensburg .427 
URINE, « pncccntcocedestuacaner 47 St. L, Iren Mountain & So... .387 
Re 368 St. L. & Sen Francisco.......... 207 
Han. Junce., « Gettysb’g..427 St. Louis, Vandalia & T. H...... 196 
Hartford & Conn. Western.....165 St. Paul & Duluth............... 147 
SORDID 0a cpnn sdccdecia Seca 196 Sandy River.......... .....- atk 
Houston & Texas Central....... 241,Savannah, Florida & Western.336 
Huntingdon & Broad Top Mt..107" Seaboard & Roanoke...........303 
illinois Central............. 164,202 Shenango & Allegheny......... 593 
International & Gt. Northern.337 South Carolina........ + ighaee 105 
Kentucky Central.............. 279 Texas & Pacific 195, 387 
Knox & Lincoln............. ....§ ‘ 
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Lake Shore & Mich. So 
Lehigh Coal and Navigation 







Co.147 Utica & Black River..... 
47, 139 


Lehigh Valley....... .«...... .139 Wabash, St. L. & Pacific.......337 
Saree 410 Western Maryland...... ° 
cd West Jersey................ rary 
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? 79 West Va. Central & Pittsburgh. 46 
Michigan Central........ ...... 359 Wilmington, Col. & Augusta.... 8 
Milwaukee, Lake Sh. & West..279 Wilmington & Weldon......... 9 
Mississippi & Tennessee........ 8 York & Peachbottom...... ... 411 





Chicago, Rock Island & Pacific. 


At the annual meeting in Chicago last week, the following 
statements for the year ending March 31 were presented in 
advance of the publication of the full report. 

The earnings for the year were as follows: 

















1883-84. 1882-83. Tne. orDec. P.c 
PTO ono scsieses $8,056,516 $7,928,237 I. $128,078 1.6 
Passengers .... ... 3,313,449 3,333,069 D. 19,620 0.6 
ree 1,165,750 28,597 I. 237,153 25.5 
are $12,535,515 $12,189,903 I. $345,612 2.8 
Expenses........... 7,298,902 7,109,817 I 188,185 2.6 
Net earnings.. $5,237,513 $5,080,086 I. $157,427 3.1 
Gross earn. p’r mile 9,077 8.827 I. 250 2.8 
Net earn. per mile. 3.793 3,679 =i. 114 3.1 


P. c. of export.. .. 58.22 58.33 D. 0.11 
Taxes, which are included in expenses, amounted to $372,- 
278 last year. 
The result of the year was as follows: 
Net earnings as above................ $5,287,513 
i + » 70 





Land receipts........... 470,090 

TE a iimininn vciatd acaas pties-che ihe Aas tebe maa $5,707,513 
OIE GIN I 0 og ce tadece: Sh050d8e0500 $1,002.250 
Rentals of leased lines................20+00+ 301,122 
Rental and toils, Mo. River bridge....  .... 177,784 
Dividends, 7 per Cent... .....  sscccccesoee 2,937,186 

_ -- 4,418,442 

Surplus for the VeAr .. .cccccsccccsecercccees ove $1,289,071 


In the preceding year the surplus was $1,300,942. From 
the surplus above $1,200,000 were appropriated to construc- 
tion and improvement account, leaving a balance of $89,071 
to rofit and loss. 





Montpelier & Wells River. 


This company owns a line from Wells River, Vt., to Mont- 
pelier, 3S miles. Its report is for the year ending March 
31. 


The equipment consists of 3 locomotives; 4 passenger, 1 
combination and 2 baggage cars; 24 box, 6 stock and 
flat cars and 1 caboose; 1 snow-plow and 1 wrecking car. 

The company has no bonded debt. Its Sosting debt at 
the close of the year consisted of $40,140.44 due for rolling 
st c and interest on the same; $8,000 due on real estate, 


8 | Earnings ($1.716 per mile). ......... 


making $43,140.44 in all, a reduction of $15,000 during the 
year. 
The earnings for the year were as follows : 
1883-84. 1882-83. Inc. or Dec. P.c 








Sn ee ene $58,018 $59,494 D. $1,481 2.5 
Passengers ... ......<... 27,019 25,084 I. 1,965 78 
BA ae chock adacceses 7,126 13,708 D. 6,582 48.0 

ap ae $92,188 $98,286 D. $6,098 6.2 
I necks ocnsinas 85,845 114,178 Dz. 28,333 24.3 

Net or deficit..... ....N.$6,343 D.$15,892  ........ — 
Gross earn. per mile bo one 2,426 2, D. $160 6.2 


et : i 
Per cent. of exps........ 93.12 116.14 D. 23.02 $4, 

During the year the equipm7nt was thoroughly repaired 
and much improved, The road met with serious losses by 
two fire:, and expenses were further increased by settlement 
of damages for a collision with a Central Vermont train at 
Montpelier several years ago. 

The income account was as follows : 





ee I Be BND BIR «0 005555 0800405560000 beosecse $6.343.10 

Sale of old rails ............... -.+. 16,535.45 

Balance from previous year........ .- Aniiaen > te bho es 11,429.03 

ET Tee TOT ORO TO rere $34,287.58 
Interest on rolling stock debt................ $2,209.96 
Temporary loan repaid ................-.-06+ 15,000.00 

—_—_ 17,209.96 

Grorpins, Mame 24; BOGE...) cece cbcesicodsceses $17,077.62 


This surplus is represented by $4,370.97 in supplies ; 
$6,532.31 balances receivable and $6,174.34 cash. 

During the year 503 tons of steel rails and 11,424 new 
ties have been used in renewals; 1,000 tons of steel bave 
been bought for use this season. Two bridges were rebuilt 
and a new store-house built at Montpelier. 





Baltimore & Potomac. 


This company owns a line from Baltimore to Washington, 
43 miles, with a branch from Bowie, Md., to Pope’s Creek, 
49 miles. The road is controlled by the Pennsylvania Rail- 
road Co., and its bonds are guaranteed jointly wy that com- 
pany and the Northern Central. The report is for the year 
ending Dee. 31. 

The earnings for the year were as follows : 


1883. 1882. Inc. or Dee. P.c 

eee $1,156,419 $1,097,008 I $59,411 5.4 
ee 809,291 790,721 I. 18,57 2.3 
Net earnings........ $347,128 $306,287 I. $40,841 13.3 
Gross earn. per mile... 12,570 11,924 I 646 5.4 
Ne = ig See 3.773 3,329 I. 444 13.3 
Per cent. of exps.... .. 69.98 72.08 D. ee 


The increase of earnings from passengers, freights, and 
express was $80,370, but there was a decrease in the re- 
ceipts from mail and miscellaneous of $20,959. The gross 
earnings of the Washington line were $),102,225, or 
$25,633 per mile; those of the Pope’s Creek line were 
$54,194, or $1,106 per mile. The Pope’s Creek line has 
always been worked at a loss. 

The result of the year was as foliows: 
SOG GRE, DOMINO, conics ssncdanees sgnncnse sooese $347,127.84 
DUGOTGEE, G04 QUE oe Sere cccdenesedavece cepeces 273,845.49 


Deere CASTRO PONE Soc vc-ccoscsvuicvescae as $73,282.35 
Expenditures for construction and additions to property 
during the year were $237,665. Fifteen miles of the second 
track were finished early last year, and the double track be- 
tween Baltimore and Washington completed. Repairs have 
been made on all bridges where needed and the road-bed and 
tracks generally are in the best of order, Seven new pas- 
senger cars, 2 baggage cars and 17 freight cars have been 

urchased and built during the past year. A contract has 
Seen made with the Catonsville Short Line road for its opera- 
tion when completed. 


Chesapeake & Ohio Canal. 


This company owns a canal from Cumberland, Md., to 
Georgetown, D. C., 185 miles, with a branch from George- 
town to Alexandria, Va.,7 miles. It is chiefly used for 
carrying coal from the Cumberland mines. 
A controlling interest is owned by the state of Maryland. 
The United States is also a large stockholder. 

The earnings for the year ending Dec. 31, 1883, were as 
follows : 

$329,527 


Expenses (74.37 per cent,). ...-.- -- 5,02 


Net earnings ($440 per mile)......- .. 0+. .seeceee eee $84,472 
The report says that all expenditures for extraordinary 
repairs were met and a surplus left amounting to $68,563. 
The report says: “It has been demonstrated over and 
over again that the most practicable and least expensive 
mode of cheapeving the cost of transportation over the 
canal is tc continue and complete the system of lengthen- 
ing the locks which has been inaugurated, and which, even 
in its circumscribed operations, bas convinced those at 
whose hands it first met with determined opposition that it 





;| is the only salvation of the canal. The prejudices against 


this ‘new-fangled idea,’ as it was contemptuously called, 
have all been dissipated. Unless the canal company pro- 
vides, and that too at an early day, for the completion of at 
least 16 more of the double locks, it is only a question as to 
how long the railroads, in their great mercy, willsuffer you 
as an independent corporation to exist. The spirit of progress, 
which has led the collveail companies to avail themselves of 
all the modern improvements which enables them to move 
freights at the minimum cost per ton, must be caught by 
the canal company, else its years as a rival carrier are num- 
bered. It will be closed altogether or pass into the hands 
of one of the railroad companies, whica will keep it open 
but a limited portion of the year, using it asa mere tender 
or appendage, or else it will fall to those who will provide 
the means you fail to provide, and who will reap the benefits 
from which you turn away. Two locks were lengthened, 
which makes a total of 16,that have been doubled. Our 
crippled financial condition prevented further progress in 
that direction. Two of the stone locks, Nos. 40 and 49, 
were also virtually rebuilt at a heavy expense. This ex- 
penditure was absolutely necessary as it was a serious 
question whether the old ones would not give away before 
the close of navigation in the preceding year.” 

The report refers to the rumors that the trustees of the 
bondholders will go into court and ask for the possession of 
the property, because the principal of the bonds is due and 
interest is in default. The Secretary of the Treasury several 
months ago, in behalf of the District of Columbia, made 
demand for payment of some of these bonds. 





Cincinnati, Washington & Baltimore. 


This company, successor by reorganization to the Marietta 
& Cincinnati, owns a main line from Cincinnati to Belpre, 


33 | O., 193 miles, with branches from Blanchester to Hillsboro 


213 miles; from Hamden to Portsmouth, 5514 miles, 





from Belpre to Marietta, 11 miles, making a total of 281 
miles. The first > pe of the present company is for the 
year ending Dec. 31, 1883. 


The company also owns 31 miles of track, originally part 
of the main line, from Main Line Junction to Moore Junc- 
tion. This track is notjin use and an agreement for its sale 
has been concluded. 

The equipment consists of 64 locomotives; 41 passenger, 5 
combination, 10 bag and mail and 2 express cars; 5 
refrigerator, 714 box, stock, 130 flat, 4 oil tank, 337 
coal and 41 caboose cars; 2 officer’s cars, 1 steam shovel, 3 
wrecking and 89 dump cars. Additions last year were, 3 lo- 
comotives; 12 passenger and 3 baggage ears; 211 box, 50 
stock and 62 coal cars; 1 steam shovel. 

The general aceount, condensed, is as follows : 









ee meaner bce ca OE EEE ak TE ree $5,811,100. 
NIN Se £550 45205) . Shbaehd SESE, cesba aut 12,893,200 oo 
Ey nin adc ce an ckxnechahs Sbindsedaedasbeeeon 22,360,000.00 
ant ., erat nines tends congas cnieh 263,413.96 
EE SN nc onc arse nnsep se S ectnonet sections 241,456.24 
A Me ES er ener en 433,541.37 
Baltimore & Ohio accounts....... .......0seeseeeees 386,630.00 
TUNG UPON cd s's chocaectacsss doveccdeabad 594,834.01 

BD iiitiis ape Ks willed cues - phase dasdadedss bbl bie 894,175.58 
Road and equipment................ $34,996,361.68 = 
Bonds held for exchange........... 6,707,000.00 
New equipment account.. aa 473,680.47. 
Prior lien bonds on hand 98.000,00 
See ares 98,418.00 
Cash and accounts ............. ... 347,068.05 
rae 173,647.44 

a $42,894,175.58 


The funded debt includes $300,000 Scioto & Hocking 
Valley bonds; $500,000 Cincinnati & Baltimore bonds; 
$750,000 Paltimore Short Line bonds; $500,000 prior lien 
bonds; $1,250,000 first-mortgage 6 per cent. bonds; $6,250,- 
000 first-mortgage 41¢ per cent. bonds; $3,040,000 second- 
mortgage 5 per cent. bonds; $2,270,000 third-mortgage 3 
per cent. bonds; $3,500,000 first income mortgage 5 per 
cent. bonds and $4,000,000 second income mortgage 5 per 
cent. bonds. Interest charges on all but the income bonds 
amount to $707,350 yearly; to pay full interest on the in- 
come bonds the net earnings must be at least $1,082,350 
yearly. 

The locomotive and car movement was as follows: 


UNION OCT, . i. ch abs ssadboasssensecosoran 2,445,000 
Mileage of passenger train cars...................0+006 3,168,557 
¥ ETT yp SC Pep es ee 13,710,760 


Locomotive service cost 14.64 cents per mile run. Of the 
freight car mileage 79.6 per cent. was of loaded cars. Of the 
freight car miles 3,824,060 were made by cars of this road 
and 9,886,700 by foreign cars. 

The passengers and freight carried were as follows: 


Through. Local. Total. 
err ee 43, 1,047,516 1,090,876 
OO DRE 0 biased cocede 325,402 621,991 947,393 


Of the through freight 188,371 tons were east bound and 
137,031 tons west-bound. The total increase in through 
tonnage was 7.2 per cent., the gain being chiefly in west- 
bound freight. 

The earnings and income statement are as follows : 





EAS OUEEES 05655 00 sche Ceecated bbcdonede Gcvaledsabed $1,177,181 
SN SS nn. lek Sembshannaiiens: ap Ace dnasienheounls 5€2,881 
TEs. coy. » stubecscenetecshes scanpanbent 163,796 
Telegraph, rents, etc............. .... Disotaevipedbdston 009 
Total earnings ($7,081 per pile)............+....0005 $1,989,867 
Expenses (74.87 per Comt.).. .....cecee. socceee sovces 1,489,824 
Net earnings ($1,780 per mile)................ 4.005 $500,043 
Interest charges for the year..... ....  wsescceecee eee 673,690 
I 00: ite cainitnvediandsased sennnciebe eased $173,647 


The expenses include taxes and ground rents amountio 
to $90,194 for the year. No comparison can be made wit 
the previous year, as no reports were made by the Receiver, 
who then had possession of the road. 

The amount and division of expenses were as follows : 


P.c.of P.c. of 


Amount. exps. earns. 

Machinery Department........ ... $361,615 24.2 18.2 
Car Department...... Sokcubsvooese 99,058 6.6 5.0 
Maintenance of Way........... .. 214,362 14.4 10.8 
" Structures....... 94,605 6.5 4.8 
Transportation expenses ...... .. 513,982 34.5 25.8 
sa Acker eae 31,530 2.1 1.6 
General expenses... ............+. 84,478 5.7 42 
Taxes and ground rents........... 90,194 6.0 4.5 
WONG i ..cancasieee ts Ri $1,489,824 100.0 749 


Track renewals included 127,529 new ties. Extraordinary: 
repairs were made to locomotives and cars, increasing the 
expenses of those departments. 

The General Manager’s report notes an increase in through 
business, entirely in west-bound freight. Local traffic 
showed some decrease, the falling off being in the transpor- 
tation of pig iron, iron ore and furnace supplies, on account 
of the closing of furnaces on the main line and the Ports- 
mouth Branch. More car equipment is needed to reduce 
the large amount which the company now has to pay for 
mileage of foreign cars. The express business is conducted 
by the company, with a result of largely increasing the 
revenue from that source. * 

During the year extensive repairs were made to bridges, 
trestles and bridge masonry. Several iron bridges have 
been built or are in progress. The most needed improve- 
ments are additional ballast and the reduction of the grade 
near Vinton. 

The President’s report gives a full history of the reorgan- 
ization of the company, repeating the facts which we have 
already noted from time to time. The report refers to 
the result of the year, leaving a deficiency of $173,647 in 
meeting the interest charges, which was due, he thinks, to 
the reduction in local traffic, the damage and interruption 
to traffic caused by the floods in the Ohio at Cincinnati and 
the lack in the early part of the year of sufficient equipment. 
Additional traffic is looked for from the completion of the 
Columbus & Cincinnati Midland road, which will be prac- 
tically a branch of this road to Columbos and part of a 
through line between Cincinnati and Pittsburgh. A traffic 
contract has been made with this compen x 

Negotiations for the sale of the old line between Main Line 
Junction and Moore Junction, which is not now used by this 
company, to the Marietta Mineral Railroad Co. have been 
progressing and have reached a satisfactory conclusion. A 
special meeting will be called at an early day to ratify the 
contract. 

A portion of the fund provided under the terms of the re- 
organization for the purchase of equipment has heen ex- 
pended on three locomotives, 15 passenger, and 500 freight 
cars, nearly all of which have been delivered. Two of the 
locomotives were heavy 10-wheel freight engines, which 
have been used with such satisfactory results that mare of 
such engines will be purchased to replace the lighter ones 
now in use. 

The interest charges have been paid, although they ex- 
ceeded the net earnings by the amount stated above, but by 
such payment the floating debt has been corresponding y 
increased, being represented chiefly by supply claims 
by the Baltimore Ohio Railroad Co. The issue of the 
securities of the new company as provided for under the 
reorganization has not yet been completed, but is in progress 





througti the agents of the company. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for s under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, expert- 
ments in. the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, ond suggestions as to itsimprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted wit 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those. who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 











We are now nearing the end of the crop year. At 
least, we know now pretty definitely what last season’s 
production was and what amount of traffic it may be 
expected to furnish hereafter. As usual, when a 
great number of men are engaged in enterprises which 
require an expanding market to make them successful, 
there was a resolute shutting of eyes against the re- 
ports of unfavorable crops last season, or, at least, a 
determination to believe that the falling-off would not 
have a serious effect on traffic or business. Most of 
those who have refused to look squarely at the un- 
favorable circumstances and prepare for the conse- 
quences have had their eyes opened in a forcibie 
and unpleasant manner since, and now probably 
are willing to confess that a reduction in the 
wheat crop from 504 millions in 1882 to 
420 in 1883 and in the corn crop from 1,717 mil- 
lions in 1880, and 1,617 millions in 1882 to 1,551 
millions in 1883, and in the cotton crop from 7,000,000 
bales in 1882 to 6,000,000 in 1883, was a serious inter- 
ruption to a prosperous condition of things, or a power- 
ful impulse to a tendency already downward. But last 
year’s poor crops have doubtless now done their worst, 
though we shall feel their effect for months to come, 
and the effect of the light corn crop, and the light hog 
crop, which is a corollary of a light corn crop, for the 
remainder of this year and longer, and more in the 
summer months than before, because the largest ship- 
ments are in the summer, when there is a surplus. 

But the result of the last year’s crops having been 
pretty definitely ascertained, we are now anxious to 
know what the promise is for this year, and more 
anxious than usual, for it is now admitted that busi- 
ness is in a bad way; traffic is unfavorable, and 
several great railroad companies are unable to meet all 
the interest on their bonds. There is apparently no 
hope of any expansion in non-agricultural business 
the coming year unless there shall be better crops this 
year than last; and better crops will make a larger 
railroad traffic even if there is no increase in manu- 
facturing and mining industries. 

The June report of the Department of Agriculture 
and the crop report of the National Cotton Exchange 
give us some of the desired information concerning 
the crop prospects. The National Cotton Exchange 
reports that east of the meridian of New Orleans 10,- 
765,000 acres of cotton are planted, and west of it 
6,018,000 acres, making 16,778,000 acres in all, which 
is the same as last year. The condition east of the 
New Orleans meridian at the end of May was not 
wholly good, but better than last year. The plant- 
ing was late, but the weather was favorable in May. 
This district, with 64 per cent. of the area, produced 
but 53 per cent. of the crop last year. 

In the western district, including the Mississippi 
bottoms and all further west, the season has been ex- 
tremely unfavorable. There have been excessive rains, 
while cotton needs dry weather for some time after 
planting. The wet weather delayed the planting in 


}the first place and prevented cultivation afterward, 
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while bottom Jands have been flooded and the plants 
there destroyed. The condition has been worst in 
Texas, where planters have had to replant, and great 
rains early in June have delayed that work, making 
the prospect very unfavorable. The chances fora fair 
crop are better in Arkansas. 

Taking the whole cotton country, the Exchange 
reports the condition no better than last year, when 
it was the lowest for several years. 

This condition makes the crop dépend more than 
usual on exceptionally favorable weather in July and 
August, and even later. The acreage reported for six 
successive years has been : 

1879. 1880. 1881. 1882, 1883. 1884 
14,388,000 16,120,000 16,851,000 16,276,000 16,777,000 16,778,000 

Thus the acreage this year is not quite so large as 
that of 1881, and there has been no extension of 
cotton culture since that year. Before 1881 there had 
been a rapid increase for five years, from 11,641,000 
acres in 1876, to 16,851,000 in 1881—at the average rate 
of. nearly 8 per cent. yearly ; and in the three years 
from 1878 to 1881 the increase was 3,651,000 acres 
(27% per cent.), while in the three years since 1881 
there has been a decrease of 73,000 acres. There has 
been in these later years a considerable increase in 
the area of grain crops, however, the acres in wheat, 
corn and oats for five years having been: 

1879. 1880. 188}. 1882, 1883. 
23,741,000 28,831,000 28,960,000 27,230,900 28,325,000 

Thus the increase from 1881 to 1888 wasno less than 
4,365,000 acres (18 per cent.), while there was a decrease 
of 74,000 acres in cotton, and the increase in cotton 
and grain acreage together has been comparatively 
steady, as follows: 

1879. 1880. 1881. 1882. 1883. 
38,129,000 39,951,000 40,811,000 43,506,000 45,162,000 

Thus the progress in agriculture in the cotton states 
since 1881 has been greater than before, though there 
has been no increase in cotton area. From 1876 to 
1879 the increase in cotton was 2,468,000 acres, and 
from 1881 to 1883 there was a decrease of 74,000 acres 
in this crop; but on the other hand there was an in- 
crease of 4,365,600 acres in grain from 1881 to 1883, 
while there had beenan increase of but 219,000 acres 
from 1879 to 1881. And the more rapid increase in 
grain has much more than balanced the ‘backward 
movement in cotton, so that the area of grain and 
cotton together increased 4,291,000 acres (104 per cent.) 
from 1881 to 1883, against 2,682,000 acres (7 per cent.) 
from 1879 to 1881. 

Two things are to be noted in connection with this: 
First, we see that cotton is by no means the only crop 
of the cotton states—so far from it that for-every 100 
acres of cotton they had last year 169 acres of wheat, 
corn and oats, including in the cotton states the ten 
south of Virginia, West Virginia, Kentucky, Missouri 
and Indian Territory; second, that for four years the 
South, which is the chief source of supply of cotton 
to the world, has not increased its acreage of that 
crop, but has instead given more of its attention 
to the grain crops which almost all the rest of 


the world produces, and for which it is so ill 
suited that it never exports any. If the world 
is overstocked with grain it would seem that 


the production would first be reduced in districts like 
the cotton states where the yield is very light. But in 
fact if there is an over-production of grain, it has been 
for but a single year, for it has been very cheap but a 
few months; and what over-production there may 
have been has been in but one of the grains, wheat, of 
which the cotton states produce very little when they 
produce most, although aJarge part of one of them, 
Tennessee, is a good wheat country. In wheat the 
increase in area in the cotton states from 1879 to 1883 
was but 480,000 acres, while in corn the increase was 
8,199,000 acres ; and in the last year 73 per cent of its 
grain acreage was in corn, the world’s supply of which 
has decreased and not increased of late years, and the 
price of which at this moment is high rather than 
low. The extension of grain cultivation in the South, 
however, does tend to lessen its demand on the West 
for its domestic supply, and in case a good corn crop 
should be harvested in the West (which has not hap- 
pened since 1880), the falling off of the demand might 
be felt very plainly. It has not been heretofore, be- 
cause the extension of the area planted in the South 
has not nearly made up for the lightness of the crops 
in the North. 

We have not yet any definite information as to the 
acreage of grain in the South this year. Corn in the 
cotton states is planted long before cotton, and the bad 
weather that has prevented the planting of as much 
cotton as usual will prevent the planting of any crop in 
its place. There is no reason’ to suppose that the ten- 
dency to increase the acreage of grain has ceased, how- 
ever. 


‘in spring wheat acreage is a very large one ; 





The report of the Department of Agriculture on cot- 
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ton differs from that of the National Cotton Exchange 
in the important particular that it indicates an apparent 
increase of 4 per cent. in area planted. It gives the 
average condition as 87, against 86 last year, and 89 in 
1882. This alone shows how much room there is for a 
change, for the crop of 1882 was 7,000,000 bales, and that 
of 1888, with 3 per cent. more acres, was about 6,000,- 
000, while if the condition after May had been thesame 
both years—that is, if the condition when picked had 
been but 3 per cent. lower in 1883 than in 1882, the 
crops would have been the same. And it follows that 
it should be possible this year, with everything favor- 
able hereafter, to produce as much as in 1882, and 
more if the Department’s estimate of increased acre- 
age is correct. The condition of cotton in different 
states, June 1, is reported as follows: 


North Carolia. ...95 Alabama .... ... 93 Louisiana ....... 72 
South Carolina. .97 Mississippi........ Oe EY OE 
Georgia.. ...... 96 Tennessee.... .... 92 Arkansas.........85 
rare 99 


This agrees with the Exchange report in showing a 
pretty good condition east of the Mississippi and a bad 
one west of it. 

The area of winter wheat is reported by the Depart- 
ment of Agriculture to be about 27,600,000 acres (less 
some small area plowed up), against 26,400,000 acres 
harvested last year. The average condition June 1 
is given as 93 per cent. of a good condition, against 75 
last year and 99 in 1882. Without further change in 
condition (it may grow better or worse), the area and 
condition promise a yield of about 350 millions of 
bushels this year, against 291 millions last year, an 
increase of 20 per cent. The condition in some leading 
wheat states is given as follows: 

New York ....... 





98 Kentucky....... 96 Indiana....... 91 
Pennsylvania ...100 Ohio...... - 82 lliinvis.... .. .76 
Maryland ........ 99 Michigan.. . 91 Missouri. .. ...90 


Last year the condition was very much lower in all 
these states but Maryland—63 in New York, 77 in 
Pennsylvania, 77 in Kentucky, 60 in Ohio and Michi- 
gan, 67 in Indiana, 70 in Missouri, and 51 in Illinois. 
The crop is best this year in Kansas and on the 
Pacific coast. In California the prospects are 
almost always greatly exaggerated by local authori- 
ties. One of these reports now a prospect of a 
crop of 60,000.000 bushels, the result of an excel- 
lent stand on a largely increased area. The season 
has certainly been favorable there, and the only 
danger yet to be encountered in that rainless summer 
climate is the hot wind which sometimes in two or 
three days shrivels the grain in the milk. It is aimost or 
quite too late for that now, however, for the harvest will 
begin in a few days, and is overearly in July. Neither 
is there much danger left for winter wheat to encounter 
in most other parts of the country where much is 
grown. Harvest begins in Kansas, Missouri and the 
Ohio valley before the end of this month, and excessive 
rains before or during harvest alone are likely to injure 
greatly the present prospéct. In Michigan and Oregon 
the grain will require about a month longer to mature, 
and consequently has more time to grow better or 
worse. 

The Department’s reports indicate an increase of the 
spring wheat area from 10,000.000 to 10,900,000 acres— 
no less than 9 percent. And eventhis does not repre- 
sent the whole increase, for the Department classes all 
the Pacific coast wheat as winter wheat, while all that 
grown in Oregon and Washington east of the Cascades 
is spring wheat, we believe, and it is here that cultiva- 
tion is making greatest progress. As the Department 
reports, the increase in winter wheat is 1,200,000 acres, 
and in spring wheat 900,000. That the former is the 
larger, however, is due to the fact that last year |,200.- 
000 acres of winter wheat were winter-killed and 
plowed up, and only as much was sown for this crop as 
for last year’s. There isno part of the country where 
the winter wheat acreage is increasing except Cali- 
fornia, and the extension is substantially wholly in 
districts which grow spring wheat only—Nebraska, 
Northwestern Minnesota, Dakota, and Eastern Ore- 
gon and Washington—all except Nebraska districts 
where cornis not grown. An increase of 9 per cent. 
it brings 
up the total wheat acreage (barring the little winter 
wheat that may have been plowed up) to 38,500,000 
bushels, which is the largest ever sown. In previous 
years the acres harvested have been : 

1879. 1880. 1881. 1882. 1883. 
35,430,300 37,986,7.0 37,709,000 37,067,200 36,455,600 

The increase over last year is nearly 6 per cent., but 
over 1880 it is only 1} per cent. 

It is encouraging to find some increase after three 
years without any. 

The Department reports the condition of spring 
wheat to be excellent everywhere, averaging 10i for 
the whole country, against 98 last year. Last year the 
yield was good, and averaged 13 bushels per acre; the 
present condition with the larger acreage would make 
the crop 146 millions of bushels, against 131 millions 
last year, and taking winter and spring wheat together 
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the present prospect is for a crop of 496 millions of 
bushels, against in previous years: 

1879. 1880, 1881, 1882. 1883. 1884. 
459% 49814 380 Bod, 421 496 

This gives 75 millions (18 per cent.) more this year 
than last, but 8 millions less than in 1882. 

These chickens are not yet hatched, however. The 
spring wheat has still to encounter many dangers, but 
it may also grow better as well as worse. It is not 
harvested until well into August in most of Minnesota 
and Dakota. Dakota is credited with the enormous 
increase of 400,000 acres—39 per cent., and the pros- 
pect is decidedly good there, and there too the average 
yield is larger than elsewhere. This is good news for 
many important railroads which have a large mileage 
in Dakota that has not as yet earned interest on the 
bonds issued to build it, and which is likely to be 
a burden to the companies working it until the 
country produces more, which, we see, it promises to 
do directly. 

The Department reports an increase of 4 per cent. 
over last year’s acreage of oats, which was much the 
largest that had ever been sown, and the condition is 
given as 98, against 96 last year and 101 in 1881. The 
condition of rye is reported to be 97; of barley, 98. 

Of corn, the most important crop of all, no infor- 
mation is given in the summary of the report now 
published. Usually there remains a considerable 
acreage to plant June 1, but this year apparently very 
little. The information given in the various local 
newspapers indicates a successful planting and a fair 
start and no great damage done by the severe cold in the 
last week of May. Astothearea planted, there is no in- 
formation at hand, but, considering the higher price of 
corn and the low price of wheat, and the fact taat the 
Ohio Valley states had a very unsatisfactory wheat crop 
last year, and succeed oftener with corn than with 
wheat, a large corn area is reasonably to bé expected, 
though, on the other hand, it is to be said that the 
country which has been growing fastest of late—as 
Dakota and Eastern Oregon—is not a corn country. 
We have had for three successive years light corn 
crops, which very seldom happens, and scarcely any- 
thing will dothe farming community so much good 
as to have a large one now. 

Altogether, we find good prospects for crops, except 
for cotton in the Southwest—better prospects, taking 
everything together, than we have had before since 
1880, though it must be remembered that there is still 
room for great changes in everything except winter 
wheat. In Dakota and on the Pacific coast there is 
likely to be a very large increase in production. A 
month later we shall know pretty well what the 
acreage of corn is, and the condition of this crop and 
of cotton will be better established. There is reason 
to expect a large crop of winter wheat, aud nothing to 
prevent larger ones of every other grain than ever be- 
fore, with a possibility, but not a probability, of a pro- 
duction of cotton equal to the largest. 








Weak Locomotive Frames. 


Many master mechanics are now having a good deal 
of trouble with the frames of heavy freight engines. 
Though made by makers of established reputation, 
the frames seem unable to stand the strain of the large 
cylinders now in vogue, and the bolts and keys work 
loose, and the welds give way after a few months 
traffic. The engine has then to be laid off and the 
frame rebuilt, and in some instances which have come 
under our notice every single frame of a batch of en- 
gines has needed almost complete renewal, so many of 
the welds proving defective. This would appear to be 
due to defective workmanship. Either the work was 
pushed out in a hurry, regard being paid more to 
quantity than quality, or the appliances used in the 
smithing were inadequate for the increased size and 
scantling of the frames demanded for the 20, 21 and 
even 22-in. cylinders now in use. The larger the bar 
to be welded, the larger the fire required to bring it to 
a welding heat, and possibly this point has not re- 
ceived sufficient attention. In the anxiety to turn 
out a large amount of work the iron has been insuf- 
ficiently heated on too small a fire, and has really been 
welded on the edges only. 

The hammers and methods of welding likewise re- 
quire to be modified to make an effective job of large 
bars. The use of an hydraulic forging press instead 
of a steam hammer, or the substitution of a heavier 
steam hammer, with plenty of room and craue power 
to enable the frame to be taken from the fire, and 
placed under the hammer with the slightest possible 
loss of time, are also precautions which are absolutely 
necessary to insure sound work. 

Much, too, can be done in the way of proportioning 
the frame, leaving plenty of metal where the welds 
occur, and arranging the welds so that the force of 
the hammer or hydraulic press can penetrate to the 





centre of the weld, and not jnst stick the outside 
edges together, leaving che inside surfaces disunited, 

Keys and bolts should be used judiciously, and 
placed so that they can be drawn tight, and each take 
a fair share of the work. While the cross section 
should be increased in proportion to the larger cylin- 
ders and higher boiler pressures the increase of area 
in the bearing surfaces should not be neglected. Ona 
locomotive most keys and bolts work loose under 
strain from a deficiency of bearing surface rather 
than a lack of cross-sectional area, The excessive 
pressure on the sides of the keyscompresses the metal 
locally beyond the elastic limit, and once the key is 
permanently smaller, and the key-way permanently 
larger, the key is loose. : 

In many of the most powerful freight engines built 
some of the joints in the frame are made in a method 
which is hardly mechanical, and though convenient 
cannot be reasonably expected to endure the heavy and 
constantly changing strains found in a locomotive. 
We refer to the plan often adopted of simply laying 
one bar of the frame over another and securing them 
merely by vertical bolts. It is, in fact, just a lap 
joint, which is sufficiently objectionable in boiler 
work, where the strain is steady and practically 
always in one direction. In a boiler, moreover, the 
plates, being thin, have asmaller leverage to bend the 
rivet, and in fact the tendency is to bend the plates un- 
til the line of strain comes through the centre of the 
joint. But the frame being far stronger than the 
bolts, the latter have to yield, and their effective bear- 
ing surface being at the two ends of the hole, they 
soon work loose. This form of joint is very far in- 
ferior both in strength and durability to a joint where 
one bar is placed between two others and secured by 
both passing through all three bars. The bolts are 
then in double shear and will thus stand nearly twice 
the strain before breaking, while their effective bear- 
ing surface is also largely increased, and they are con- 
sequently not so liable to become dented and cut, and 
loose in the holes. The same facts hold good in re- 
spect to keys, which can be used more effectively and 
iu greater number. 








The gross earnings of the New York, West Shore & 
Buffalo Railroad, which has been in operation through 
to Buffalo since Jan. 1, are reported to have been “‘ at 
the rate of $3,000,000 per year,” which means, we 
suppose, that for the five months ending with May 
they have been $1,250,000. The interest on the first- 
mortgage bonds is $2,500,000 a year, and something 
must be paid for the use of the Weehawken 
terminus, which the railroad company does not 
own, so that it is easy to see that the money 
must be lacking to pay the July coupons. There can 
have been very little profit on the business, as rates are 
very low on east-bound through and all local freight, 
and the company is not prepared to do its work with 
the greatest economy because it has not all the ap- 
pliances which were p!anned for it and which are 
required to work with the greatest economy. The 
road, however, has what passenger traffic it can 
attract at full rates, or nearly full rates, the 
New York Central having made no reduction in these; 
but in its present condition the West Shore cannot 
offer the speed and frequency of trains which are re- 
quired to enable it to get a full share of this business, 
which is enormous on its route. It may not be said, how- 
ever,that this proves a great miscalculation of the abil- 
ity of such a line to command traffic; for what was con- 
templated was a road of the highest possible character, 
able to give the very best service known in the country. 
and, though an excellent beginning was made, the 
West Shore is not yet such a line. The great and 
fatal miscalculation was in providing the means for 
carrying out such an enterprise. A road in such a 
situation ought to be provided with the means 
to pay its interest charges for as much as two 
years after it is opened, for a_ great trunk- 
line traffic, enough to support a costly trunk- 
line road, is not the creation of a day or a year, 
and, as we have too often seen, such traffic is liable 
to be made entirely unprofitable fur considerable 
periods. But if the West Shore were such a road as 
it was planned to be, and should be supported a 
reasonable time until it had developed a traffic, it 
ought to to be easily able to earn the interest on its 
$50,000,000 of bonds. Now that the bonds are all 
issued and the road not completed, and the company 
without capital or credit, the problem is a very 
different and more difficult one. 








Up to this time we have reports of earnings in May 
from 36 railroads, 19 of which show an increase and 17 
a decrease in total earnings, the aggregates being: 
Increase 


“9 


1883. P.c. 
$14,378,560 3.5 


There was doubtless a decrease in the earnings per 





mile, and the roads reporting are too few to en- 
able us to judge of the general course of earn- 
ings in the month, but some groups report pretty 


fully, as the four roads northwest of St. 
Paul, of which the Northern Pacific shows an 
enormous increase, which, however, is much 


less than the April increase, andeven its May earnings 
were less than i:s April earnings, which is contrary 
to the usual course of things, and indicates that the 
sudden and great gain in April was largely due to the 
rush to the new mines, which took place as soon as 
the weather permitted. The May earnings, however, 
were more than $500 per mile. The Canadian 
Pacific, on the other hand, continues to show a de- 
crease, in spite of its vastly increased mileage ; 
the St. Paul & Duluth has a slight decrease, and the 
Manitoba has a surprisingly large one, having for some 
time nearly recovered to an equality with last year, 
and the decrease is the more unfavorable because tlere 
was one last year also, its May earnings having 
been $858,903 in 1852, $727,499 im 1883, and $613,655 
this year, though the road worked has increased from 
912 miles in 1882 to 1,387 this year, sothatin two years 
there was a decrease per mile from $942 to $442. The 
earnings were much less in May than in April both 
this year and last, which is probably due to the open- 
ing of lake navigation and the diversion of a large part 
of the Manitoba traffic to the Canadi»n Pac:fic route 
from Port Arthur to Winnipeg. 

Of the roads northwest of Chicago, the Northwest- 
ern and the Milwaukee & St. Paul show small de- 
creases with a larger mileage, the St. Paul & Omaha 
an important increase, the Burlington, Cedar Rapids 
& Northern a considerable increase, the Iowa lines of 
the Illinois Central a considerable decrease. The 
Chicago & Alton, further south, has a trifling 
gain, the Eastern Illinois and the Evansville & Terre 
Haute large losses, the Illinois Central in Illincis ard 
south of the Ohio a large gain. All the roads 
south of the Ohio that have reported show 
gains, the Louisville & Nashville 8 per cent, 
the Memphis & Charleston 24, the Mobile 
& Obio 3, and the East Tennessee a trifle. Further 
east the Richmond & Danville reports a trifling loss, 
the Shenandoah Valley a larger one, and the Western 
North Carolina a large gain. The few roads that re- 
port north of the Ohio and east of Illinois generally 
show a small decrease. 

The Central Pacific has a decrease of 3 per cent. 
There isno report as yet from an Eastern or South- 
western road of importance. So far, the changes from 
last year are various, and it is impossible to tell from 
them whether the full table will show an increase or 
a decrease. 








The receipts of grain at the Northwestern markets 
in May were exceptionally small, as the following state- 
ment shows, giving the bushels received for five weeks 
in each year: 

1880. 1881. 1882. 1883. 1884. 
26,052,639 31,815,365 17,(90,866 18,686,412 15,737,519 
Thus the receipts this year were i6 per cent. less 

than last year, 8 per cent. less than in 1882—a most 

unfavorable year—and not half.as great as in 1881. 

This year there were much lower rates to a.tract the. 

grain than ever before, but lower prices of wheat also 

Wheat is not usually the chief grain received at this 

season, however, nd ike price of corn is very gad 

For the five months ending with May the receipts 
have been: 

1880. 1881. 1882. 1883. 1884. 
78,183,447 94,302,611 70,719,240 101,506,815 85,897,314 
This is a much better showing. Instead of smaller 

receipts than in any previous year we have this year 

larger receipts than in the very prosperous year 1880, 

only 9 per cent. less than in 1881, 214 per cent. more 

than in 1882, and only in comparison with last year is 
there a large decrease. 

Thus we are led to understand that the receipts were 
very light in May because an extraordinarily large pro- 
portion of the crops had been marketed in the winter 
and spring before navigation opened. The farmers 
were wise enough to sell their wheat when prices were 
high, and the railroads have already had the carrying 
of it. Considering that the crops of wheat alone in the 
seven states which send chiefly to these markets was 
25 millions less last year than in 1882, the shipments 
are all that could have been expected. 

Not much is to be said of the distribution of the 
receipts among the several markets in May, except 
that Milwaukee and Peoria took a larger share than in 
previous months, and Toledo and St. Louis a smaller 
one. The St. Louis receipts are apt to fall off after 
lake navigation opens—at least its percentage is likely 
to fall off; but that should be-true also of Peoria 
which should lose to Chicago when the lakes are open, 
because then Chicago has the cheapest outlet. But the 
very low rail rates have sensibly diminished Chicago’s 
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advantage. Peoria last May received more than St. 
Louis, and stood next to Chicago, though ata long 
distance, Chicago having 46.6 per cent. of the whole 
and Peoria 16.7. 








We have had heavy grain shipments from the 
Northwestern markets for more than two months now, 
but the effect on Atlantic receipts continues to be very 
slight. Down to March 22, including the 12 weeks of 
the year before the 15-cent rail rate, the shipments of 
these markets had been 32,079,359 bushels, and the 
Atlantic receipts 22,002,218 bushels. During the 10 
weeks following, to the end of May, the Northwestern 
shipments were 45,866,683 bushels, and the Atlantic 
receipts 26,442,634, Thus in the first period a market 
was found for 10,060,000 bushels of Northwestern ship- 
ments—31 per cent. of the whole—elsewhere than at 
the Atlantic ports. In the second period no less than 
19,424,000 bushels, which is 42 per cent. of the whole, 
found such interior markets. 

Further, in the 12 weeks to March 22 the grain ev- 
ports from the Atlantic ports were 17,580,318 bushels, 
or 80 per cent. of their receipts; in the 10 weeks fol- 
lowing their exports were 18,437,036 bushels, which is 





but 70 per cent. of their receipts meanwhile. Putting 
these figures together we have: 

Northwestern ———.-Atlantic--——— 

shipments. ixeceipts. Exports. 

12 weeks to March 22.......... 32,079,359 22,002,218 17,580.3:8 

10 weeks to May 31 .......... 5,866,683 26,442,634 18,437,036 

Excess last period............ 13,787,324 4,440,416 856,718 


Thus, of the increase in Northwestern shipments 
which low rates caused, we may say that only one- 
third reached the seaboard and ovie-sixteenth was ex- 
ported. But even this does not show adequately how 
comparatively small the exports have been, for we 
get no account here of the shipments from interior 
western stations south of the lakes and east of St. 
Louis and Peoria, which, for the most part, are not 
reported at any market. It is probable that these 
shipments are much less than usual this year, because 
this country had poor crops last year, but in the 
aggregate they are always a large amount. 

Whatever may. have been said earlier in the year, it 
cannot be said now that the cost of transportation 
prevents exports. Last week and this the regular rate 
(by lake and canal) from Chicago to New York, has 
been 5 cents a bushel for corn and 58 for wheat, and 
most of the time less than 6 cents paid for carriage 
from New York to Liverpool. This brings the average 
crop of an acre of wheat last year from Chicago to 
Liverpool for $1.34, and a man’s yearly supply of bread- 
stuffs for 58 cents. It is this which tends to equalize 
the price of land in Illinois and England. 








The coupons of the second-mortgage bonds of the 
Eastern Division of the Texas & Pacific Railway 
which fell due June 1, were paid as usual, but holders 
were informed when they applied for their money 
that the Texas & Pacific did not pay them, but that 
they were bought by the Missouri Pacific. The 
holder of the coupons has the right to foreclose the 
mortgage if they are not paid when due, and there 
has been some anxiety, apparently, lest this sale 
might endanger some of the bondholders’ rights. 
Unless the mortgage is a very unusual one, however, 
it is not easy to see how thiscanbe. The buyer of the 
coupons may perhaps have the road sold to satisfy his 
claim for the coupons, but if sold the road will still be 
subject to the mortgage, and the buyer will have to 
pay the following coupons and the principal of the 
bonds when it matures, or lose the road in his turn. 
It is, we believe, some eight years ago that one of the 
coupons of the first-mortgage bonds of the Houston & 
Texas Central Railroad were bought by a person con- 
nected with the company, who apparently. collected 
his advances of the company afterwards, as nothing 
further has been heard of the bought coupons. In 
that case there was a large second-mortgage debt, alj 
the coupons of which, before and since, have been 
paid by the company. 

Apparently, if any bondholder has any fear of in- 
jury by selling his coupons he has a perfect remedy in 
his own hands; for he can refuse to sell them and 
insist on being paid by the company. If he does, he 
can enforce his rights—that is, he can if there are 
enough of him. Most mortgages provide that a fore- 
closure may be had only on the demand of a certain 
proportion or a certain amount of the bonds, and if 
any one offers to pay in full a coupon which the com- 
pany does not pay, the number of bondholders who 
refuse is likely to be extremely small. 

The Texas & Pacific earned a little less than its in- 
terest and rental both in 1882 and 1883. Last year the 
gross earnings were $4,732 and the net $1,344 per mile 
of road. The Eastern Division, which includes the 
road east of Fort Worth, passes through a fertile and 
pretty well peopled country, and ought to have good 
earnings now and larger ones hereafter; but the agri- 
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cultural land extends but a comparatively short dis- 
tance west of Forth Worth, on the Rio Grande Divi- 
sion, and though there is a good deal of grazing land 
further west, there is also a vast area which affords 
scarcely any traffic, and this division is 524 miles 
long. Itis true that the wholeof the road’s through 
tratiic to and from Mexico, New Mexico, Arizona 
and California must pass over this division, but this 
through traffic must be a very small amount. Some 
60 or 65 per cent. of the California freight has 
been going over the San Antonio road to the Southern 
Pacific. By far the larger amount of the remainder 
has gone tothe Central Pacific, and of the small re- 
mainder some part goes to the Atlantic & Pacific, and 
another part by the Atchison, Topeka & Santa Fe to 
the Southern Pacific, so that there cannot be much 
left for the Texas & Pacific. Evidently there is not 
much confidence in the bonds secured by the Rio Grande 
Division. These first mortgage 6 per cent. gold bonds, 
at the rate of $25,000 per mile, secured by a land grant 
of uncertain amount and value, as well as by the rail- 
road, sold this week below 45, the next coupon being 
due Aug. 1. The very brief report published by the 
Missouri Pacific for 1883 shows an accumulated debit 
balance, Jan. 1 last, amounting to about to $2,060,000. 





Erie Earnings and Expenses in March and April. 


The last statement made of the earnings and expenses of 
the New York, Lake Erie & Western Railroad was for the 
month of February, which we reviewed in our issue of April 
11. Nostatement for March was made, but now we have 
one for April and the seven months of the fiscal year ending 
with April, from which the March earnings and expenses 
can be obtained. For March they have been (excluding the 
leased New York, Pennsyivania & Ohio road): 








March: 1884. 1883. Decrease. P.c. 
Gross earnings... .. .... $1,177,892 $1,696,969 $519,077 30.6 
NS EE rere 943,391 1,189,953 246,062 20.7 

Net earnings........ $234,001 $507,016 $273,015 53.8 


The gruss earnings in March this year were the smallest 
the road has had in any month since January, 1879, though 
earnings are usually decidedly larger in March than in Janu- 
ary and December. ‘They were no less than 304 per cent. 
less than in March last year, and though there was alsoa 
large decrease in working expenses the decrease in net earn- 
ings was more than one half. The working expenses were the 
smallest for four years, but still they were 80 per cent. of 
the earnings. For seven successive years the earnings and 
expenses iu March have been : 


Gross Net 
Year. earnings. Expenses. earnings. 
PGs dkna cetnds eve CRM $1,147,208 $525,370 $321,838 
ns tackalaincate ane ce . 1,356,780 945,006 411,774 
SN Tana Cecacsah anode waaink 1,644,958 902,026 742.932 
as Cneass: age aaa 1,847,261 1,143,258 704,003 
SE "sh Seas auee suena sana 1,567,633 1,094,944 472,689 
eae 1,696,969 1,189,953 907,016 
eee re 1,177,892 943,891 234,001 


The net earnings in March, though not half as great as 
last year or the year before, and not one-third as great as in 
1880 or 1881, were nevertheless a little larger than in 
December last and $60,000 larger than in January. 

The working of the leased New York, Pennsylvania & 
Ohio road in March resulted in a loss of $21,374, against a 
loss of $70,127 in February and $88,301 in January. 

In April the earnings and expenses this year and last were: 





April: | 1884. 1883. Decrease, P.c. 
Gross earnings...... $1,397,726 $1,548,474 $150,748 9.7 
Expenses .... ... .. 958,377 1,079,503 121,126 11.2 

Net earnings..... $439,349 $468,971 $26,622 5.7 


This is much the most favorable report since November 
last, the gross earnings haying been $220,000 more than in 
March, and the net $205,000 (90 per cent.) more. They 
were, however, by no means larger as the following state- 
ment of April earnings and expenses for seven years will 
show : 


Gross Net 
Year earnings. Expenses. earnings. 
1878 $1,127,079 $891,755 $235,324 
ae . 1,372,755 964,455 408,300 
cinanw kien atnann ces 1,643,151 962,027 680,323 
DG cickcscdsesacsbacdees 1,709,057 1,117,689 591,368 
1882. 1,670,743 1,001,725 669,018 
Baas. chaned<anecneak 1,548,474 1,079,503 468,971 
| reer meee 1,897,726 958,377 439,349 


Thus the gross earnings were 16 per cent. less than in 
1882, which was considered a very bad year, and the small. 
est since 1879, and the net earnings were 34 per cent. less 
thau in 1882, and also the smallest since 1879. 

There was a loss of $46,884 in April on the lease of 
New York, Pennsylvania & Ohio road. 

For the seven months of the fiscal year ending with April 
the earnings and expenses of the Erie proper have been: ; 








1884. 883. Decrease. P.c. 

Gross earnings. .... $10,303,923 $11,383,165 $1,079,242 9.5 
Eixpenses...5.. ...... 7,375,168 8,026,528 651,360 8.1 
Net earnings........ $2,928,755 $3,356,037 $427,882 12.7 


The whole of the decrease of gross earnings and all but 
$70,000 of the decrease in net earnings have accrued since 
December, and in October there was probably a very large 
increase. 

For the six years since the reorganization the gross and 
net earnings and expenses in the first seven months of the 
fiscal year ending with April have been : 


Gross Net 
Year. earnings. Expenses. earnings. 
1877-78.... + ee eee $9,271,136 $7,379,018 $2,892,118 
ER err 9,144,777 6,422,952 2,721,825 
1879-89....... ....... -.10,464,485 6,725,142 3,739,343 
oS Rrra 11,849,557 7,702,839 4,096,718 
pt). eee 10,963,673 7,700,841 3,262,832 
po Pere 11,333,165 8,026,528 3,356,637 
SIR cha ciinait cam accaie 10,303,923 7,375,168 2,928,755 


The gross earnings are the smallest since 1879, but only 
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$660,000 (6 per cent.) less than in 1881-82; but, though 
the working expenses were the smallest since 1880, the net 
earnings were the smallest since 1879 and nearly as small as 
in 1878. 

The lease of the New York, Pennsylvania & Ohio road 
resulted for the seven months in a loss of $226,880—proba- 
bly less than the profit on the lease in two months last 
summer—and the profit to the New York, Lake Erie & 
Western available for interest, etc., was $2,701,875, against 
the various sums given above as net earnings in previous 
years, which is a less sum than in any other year since the 
reorganization, and $654,762 (19 per cent.) less than last 
year. The prior changes amount to something like $559,000 
per month, or $3,850,000 for the seven months, or about 
$1,100,000 more than the profit. 








Iron and Steel Permanent Way. 





Information of much interest on the existing status in 
Europe of the substitution of iron or steel for wooden cross- 
ties is given ina recent paper by Mr. Walter R. Browne be- 
fore the Iron and Steel Institute. The writer takes the posi. 
tion that the substitution is only a question of time, and ex- 
presses surprise at the slow progress of the inaovation in 
England in view of the fact that— 


‘‘ Every engineer who is conversant with the technical 
literature of Germany must be aware that the superiority 
of metal over timber sleepers, and their eventual substitu- 
tion for them, is there no longer a matter of doubt. The 
fact is practically admitted on all hands; the miles of line 
laid with metal are counted by thousands, and the weight 
of iron and steel employed by hundreds of thousands, if not 
millions of tons. The points which do remain in doubt, 
and on which controversy still rages, concern merely the 
precise form which the permanent way of the future is to 
take—whether the metal is to be iron or steel, whether the 
sleepers are to run lengthwise or crosswise, and what is the 
particular mode of fastening to be adopted for uniting them 
with the flat-footed rail, which is the general type on the 
Continent.” 


Mr. Browne, however, discards entirely all consideration 
of Iongitudinal systems on the ground that they are not 
likely to prevail ultimately, and concludes that any system 
of iron ties, to be generally adopted, must be such as can go 
at once into the place of modero ones. This, however, has 
not prevented the construction of many hundreds of miles 
of track on longitudinal iron sleepers in Germany, where 
comparatively little new road has been built; and there the 
question as to which system shall prevail is by no means de- 
cided. In 1881 out of 2,870 miles of iron sleepers, more 
than 2,000 were longitudinal. 

The existing status of the problem is thus summarized: 

‘* Experience in Germany, which by this time is very 
large, enables us to lay down with confidence the following 
statements: 

‘* First, the corrosion of the sleepers, as to which fears 
were once expressed, is found to be insigniticant. Like the 
rails, they do not rust so long as the traffic is frequent and 
regular; and no shortening of their life is to be feared from 
this cause. 

** Secondly, the elasticity of the road, as to which doubts 
have also been expressed, is perfectly satisfactory, no com- 
plaints having been heard as to hard running. This will be 
a matter of little surprise to any one who reflects that iron 
or steel is in itself a far more elastic material than soft wood, 
and retains that elasticity immeasurably better under the 
conditions of daily use. 

‘‘ Thirdly, the connection of the rails to the sleepers has 
proved a matter of some difficulty, and many ingenious and 
more or less complicated devices have been brought into 
use. Satisfactory results have been attained. * * 

* Fourthly, the point which in Germany has been found to 
give most trouble is the tendency of the sleepers to shift end- 
ways when laid upon sharp curves. This question is ably 
discussed in a recent paper by Herr Meyer, of Berlin. He 
observes that wooden sleepers offer greater resistance than 
iron ones to such endways motion, for three reasons. Their 
weight is greater, and they are therefore less disturbed by 
sudden shocks ; 2, their ends have a much larger area to 
bear against the ballast, in which they are in general deeply 
imbedded ; 3, their co-efficient of friction with the ballast is 
very much higher, not merely because timber is rougher 
than iron, but because the sharp gravel actually bites into 
the soft wood, as it cannot do into the hard metal. The iron 
sleeper bears upon the ballast only ata few points, and is 
thus easily movable. In addition, the vibration and the 
churning of water below the sleepers frequently turns the 
bed into a layer of greasy mud, over which sliding is easy. 

“In Germany this difficulty bas been overcome in two 
ways—either by bending down the ends of the sleeper, or 
by riveting angle-irons or other dividing-plates to its pot- 
tom. The first is not very efficient, and the second, though 
successful, adds materially to the weight and cost.” 

A very complicated and costly device for overcoming the 
difficulty by combining two ties crosswise is then discussed 
and condemned, and the conclusion reached that with good 
ballast and with 9 ft. ties, as in England, instead of the 7 ft. 
ties usual in Germany, the difficulty will be overcome, as 
the centrifugal force of a train moving at 60 miles per hour 
around a curve of 660 ft. radius (8° 41’) is only one-third the 
weight, or inside of the probable co-efficient of friction.* 

The author states that, asa matter of fact, the iron ties 
designed by Mr. Webb, of the London & Northwestern 
Railway, inventor of the now well-known compound loco- 
motives, do not show any tendency to displacement on 
sharp curves, even when combined with very heavy (2!¢ 
per cent.) grades. Some 2,000 of these ties have been in 
use for the last three years and 12,000 more have been 
ordered. This system was fully illustrated in the Railroad 
Gazette for April 13, 1883. They are rolied from Bessemer 





* As an assistance for making all such calculations connected 
with centrifugal force on railroads, we may give here the most 
concise formula for this purpose, deduced of course directly 
from the general formula, but saviug a good mauy figures, viz.: 

Centrifugal force in lbs } 132.55 V2 
per ton at V miles per - = 
en eae ee R 

or, on a D° curve = 0.0233 V2? D 
for tons of 2,000 lbs. 

From this formula we find the centrifugal force in the case 
mentioned to be 726 lbs. per ton. 
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steel ingots, in lengths of 60 to 70 feet, afterwards cut into 
lengths, very carefully punched and the necessary clips 
riveted on. The rails are held in place by wooden keys 
‘““which are never found to work loose under any circum. 
stances,” owing to a recess formed in:the iron work by the 
process of manufacture, a fact which, if true, is in itself of 
extreme importance, as the wooden wedge with fixed clips 
is much the simplest way of fastening. The weight of the 
tie complete, excluding two chairs (14 lbs. each), not 
required in American practice, is given as follows : 


Lbs. 

inner OBE. TOG sais ccc csindedad: Kewanee s:Feke sos 6554286008096 124 
ee ere Ne pe ene 5 
D Vimienge-MAGOB . ..... 0. vicccccececsewecscect csede SsbsSensiasececee 15 
DAO ccdcievcnpcccnnesarsacdessuregbeeeshes se ane sapemeaes 2 
RR oie 4:n:0:s:0e'scnnnnsn tanned ca eke sihieenseiebeeeeeaees 146 


‘The weight of a creosoted wooden sleeper of the kind used 
on the London & Northwestern Railway, complete with 
chairs, spikes, and screwed spikes, and felt liners, is 214 Ibs. 
{excluding the two chairs, as before]. With regard to cost, 
Mr. Webb’s figures show that a creosoted timber sleeper, 
complete with chairs, etc., as described, is ratner cheaper 
than the steel sleeper, also complete with fittings. It is to 
be observed, however, that while the price of steel is ever 
tending downwards, the timber is gradually getting scarcer 
and dearer, and a very slight cbange in this respect would 
bring the two to an equality. Again, it may well be found 
that a somewhat thinner and therefore cheaper sleeper will 
answer al] requirements.” 

In the discussion of Mr. Browne’s paper, it was brought 
out that Continental sleepers are much lighter, 8U to 90 Ibs. 
each, being of less section as well as only 7 or 744 feet 
instead of 9, and emphatic opinions were expressed that this 
was the whole secret of trouble from lateral displacement. 

The fact that even in England creosoted wood is still the 
cheapest would seem to postpone the day when iron ties will 
become a living question in this country to a long time in 
the future. But this is not necessarily true; for the fall in 
price of iron and steel has been even greater here than 
abroad in the last few years, and the life of even the best 
ties seems for some reason to be very much less, feven or 
eight years is a fair average for the best oak in this country ; 
nearly double that seems to be reached in English practice, 
even with untreated ties, partly, perhaps, on account of 
better drainage and road-bed, but also, probably, from 
climatic differences. It is, however, never safe to assume 
that any given timber has the same qualities in one country 
asin another. ‘The varieties of ‘‘ oak,” “pine,” etc, are 
numerous in a single country, aud the durability of the 
different kinds varies greatly, and we believe that no Euro- 
pean species grows in our forests. 

Beariog in mind that the cost of renewing a tie is by no 
means measured by its first cost, even including transporta- 
tion and putting into track, if iron ties are practically inde- 
structible and otherwise equal to wood, it would be economy 
to pay several times as much for them, depending chiefly on 
the rate of interest on money; for if a wood tie in track cost 
$1 and had to be renewed every seven years, and the iron 
substitute for it cost $4 and never had to ba renewed, then 
at 6 per cent. an investment of $3 when the wooden tie was 
laid would produce $1.53, at 5 per cent. $1.24, but at 4 per 
cent. only 96 cents, to pay for the renewal and keep the tie 
good. Or, if the iron ties lasts 49 years: 


Interest at 
6pe. Spe. 

Assuming present cost of a wooden tie to be........ $1.00 $1.00 
Present value of cost of 1st renewal, after 7 years. .710 -665 
- ° - . “a en ae 

” = 34 e “a - 859 .29 
a aN 4b * * @& - .255 .196 
“ s as Sth * + 6. ¢. a —a 
* i = a.“ a 125 .080 





Present value of an iron tie, if good for 49 years.. $3.135 $2.807 

In the paper under discussion it is said that iron ties laid 
down on the Bristol & Exeter Railway 31 years ago are 
still in use, and *‘ it does not seem possible to set any definite 
limit to the life of such a systemas Mr. Webb’s.” 

There is claimed, in addition, a certain increase of safety 
with iron ties, since the gauge cannot spread nora rail be 
easily overturned. It reads somewhat comically to an 
American, however, to find the following sentence among 
the advantages claimed: 

‘‘In severe weatber the moisture which has soaked into 
wooden sleepers freezes, and the road thus becomes bard and 
inelastic. This is probably the main cause of the well-known 
fact that breakages of rails, tires, etc., are much bigher in 
winter than in summer. In the steel sleeper this cannot 
occur; and although the ballast may freeze beneath it, yet 
owing to the thinness and conductivity of the metal a very 
slight rise in the temperature above freezing point will sut- 
fice to thaw it again.” 

A climate in which only the water which “has soaked into 
the wooden sleepers” is likely to freeze has a decided advan- 
tage over our own for maintenance of way, but the last 
consideration named might weil be of advantage even here. 
Both freezing and thawing, when they occurred, would be 
more likely to take place promptly and evenly. 

One of the facts brought out against iron or steel ties was 
that, although they do not corrode, yet “wherever a bolt 
passes through there is clattering and the heads of the bolts 
in some cases have eaten through % in. of the sleeper,” and 
it was claimed that rivets were opén to the same danger and 
could not be made to ‘“‘stay put;” but this difficulty bas not 
as yet developed on the London & Northwestern. 

The demonstration of the availability of iron for thiscom- 
paratively new use is likely to be made first in Germany, 
where, as we have heretofore noted, some thousands of 
miles of track are now supported on iron, andits use is ex- 
tending. The German railroad system is, too, more like that 
of this country and the rest of the world than that of Eng- 
laud, where ties are usually 36 in. from centre to centre, 
against 30 in. on the Continent and 24 in. here, and where 
the rails are much heavier thau elsewhere and the whole 
train service different—more fast passenger trains and much 
faster freight trains than in any other country. What 


seems to be most lacking now is information as 
to the behavior of the iron ties—whether they increase 
or decrease the amount of track work. A difference in this 
might be more important than the difference in cost. The 
fact that iron bas made such headway in Germany is favor- 
able, for the Germans are very exact and careful, and ex- 
tremely economical; the fact that, in spite of trials made 
many years ago, they have received so little attention in 
England, the country of iron par excellence, is unfavorable; 
for the English have strong practical sense, and are more 
likely than other Europeans to adopt what promises to save 
money, though somewhat unlikely to adopt the practice 
of other countries. But in England the interest and in- 
fluence of the iron-masters is enormous, and they are 
not likely to neglect an opportunity for enlarging their mar- 
ket at home, especially now that it has been so greatly re- 
stricted abroad by the growth of iron manufacture on the 
Continent and in this country. How great a market for 
iron the use of it for ties would make, may be judged from 
the fact that there is at the present time about 75 or 80 Ibs. 
of rail to each tie in the United States. Substituting iron 
for wood, therefore, means more than doubling the amoun® 
of iron required per mile of road, and there are now prob- 
ably more than 12,500,000 tons of rails in our tracks. The 
Philadelphia & Reading is now experimenting with iron 
ties, and trials on a smaller scale have been made elsewhere. 
It is not impossibie that there are now places in the country 
where there would be economy in their use. 








For the week ending June 7 the eastward shipments, 
through and local, of flour, grain and provisions from Chi- 
cago, by the incomplete report to the Board of Trade, were 
50,615 tons this year against 23,142 tons last year, and 
21,764 in 1882. For six successive weeks the shipments 
and the percentages by each road have been : 

















Tons: Week Ending oa 
May 3. May 10. May17. May 24. May3l. June 7. 
Flour.... ...10,024 9,412 7,877 6,914 5.922 6, 
ER, S50 anne 44.575 36,603 32,376 37,327 37,905 34,782 
Provisions ... 6,735 7,583 6,678 8,434 8,391 9,554 
Total....... 61,335 53,598 46,931 52,675 42,218 50,615 
Per cent.: 
C.&GrandT.. 17.1 14.7 20.9 25.3 15.0 18.4 
Mich Cen..... 10.9 12.8 11.0 14.4 12.9 11.4 
Lake Shore... 143 16.0 16.7 13.9 18.1 14.5 
Nickel Plate.. 9.6 12.6 11.9 10.2 10.8 8.1 
Ft. Wayne .. 17.2 18.9 14.2 12.4 16.3 17.2 
C..8.L&P.. 92 8.2 7.8 5.5 9.1 7. 
Balt. & Ohio. 98 7. 8.6 9.6 9.3 12.3 
Ch. & Atlautic 11.9 9.2 8.9 8.7 8.5 10.6 
Total....0.. 100.0 100.0 100.0 100.0 100.0 100.0 


The shipments continue very large and suffer little change, 
there being a decrease of 8 per cent. in grain last week 
compared with the week before, and an increase of 10'¢ per 
cent. in flour and 134 per cent. in provisions, the shipments 
of the latter being the largest for many weeks. They are 
the more important because they are cliarged a higher rate 
than the grain and flour—20 and 25 cents, against 15. An 
advance in rates would be likely to diminish the grain ship- 
ments considerably, and the flour shipments somewhat, but 
provision shipments not mucb. 

The Chicago & Grand Trunk is shown to have carried a 
larger proportion of the shipments than any other road last 
week, and the Baltimore & Ohio an exceptionally large one. 
The three Vanderbilt roads together carried 34 per cent. of 
the whole; the two Pennsylvania roads 24 7. The distribution 
of the shipments of pooled through freight may have been 
very different. 








It is noticeable that Caicago is receiving very little wheat 
now and an unusually small proportion of the flour that 
goes to Northwestern markets. In the last week of May it 
received but one-twelfth of the wheat going to these markets 
—not one-third as much as Milwaukee, little more than one- 
third as much as St. Louis, and not even as much as Detroit, 
Toledo, or Duluth, and it did not receive half as much flour as 
Milwaukee and but one-fourth of the whole. Yet it received 
46 per cent. of the total Northwestern grain receipts, 
mainly because it had 624¢ per cent. of the oats. 








For the month of April last the Chicago, Burlington & 
Quincy Railroad reports earnings and expenses which differ 
comparatively little from those of last year, there having 
been an increase of $8,321 (0.4 per cent.), in gross earnings, 
and an increase of $20,636 (1.3 per cent.), in working ex- 
penses, and consequently a decrease of $12,315 (1.9 per cent.), 
in net earnings—all insignificant changes, 

For five successive years the earnings and expeDses in 
April have been: 


Gross Net 
Earnings. Expenses. Earnings. 
Pe $1,459,894 $796,072 793,822 
sock trestcdeeves 1,574,371 875,313 699,058 
eer ,530,838 823,146 707,692 
an 1,824,130 1,166.612 657,518 
ROURis> bisatiownes 1,832,451 1,187,248 645,203 


The gross earnings were larger this year than ever before, 
but the increase of working expenses has been such that the 
net earnings were smaller than in any other year since the 
Nebraska lines were absorbed, only 2 per cent. less than last 
year, but nearly 9 per cent. less than in 1882, 71¢ per cent. 
less than in 1881, and 7 per cent. less than in 1880, 


For the four months ending with April the mileage, earn- 
ings and expenses have been : 


Gross Net 
Year. Miles. Earnings. Expenses. Earnings. 
| RS 2,597 $6,067,0 2 $2,923,269 $3,143,753 
1881. 2,692 5,335,289 3,052,062 2,283,227 
=e 2,960 6,213, 189 3,486,567 2,726,622 
cnethete core 3.231 7,497,415 3,902,312 3,555, 103 
WAS Seon te 3,358 7,557,713 4,234,113 3,323, 


Compared with last year there is an increase of $100,298 
(11¢ per cent.) in gross earnings, an increase of $331,801 





(814 per cent.) in working expenses, and a decrease sf $231,- 
503 (644 per cent.) in net earnings, the figures last year 


having been much larger than ever before, so that the net 
earnings this year were 22 per cent. larger than in 1882, 
though but 6 per cent. larger than in 1880, which was an 
extraordinarily favorable year for this as for many other 
roads, 








The Denver & Rio Grande Railway Company earned 
$104,894 net with its 1,679 miles of road in the month of 
April, which is at the rate of $624¢ per mile of road, and 
about equal to half the fixed charges for the montb. It is, 
however, a great improvement on previous months, as for 
the three months ending with March the net earnings had 
been but $70}¢ per mile, and for March but $10.60, April 
should be a tolerable month for traffic, especially after a 
severe winter that has limited traffic and increased ex- 
penses. The gross earnings were $96,880 (19 per cent.) more 
than in March, and the working expenses only $9,736 larger. 
Still the expenses in April were 80.9 per cent. of the earn- 
ings. 

For the four months ending with April the gross earnings 
of the 1,679 miles of road have been 314 per cent. less than 
the earnings of the 1,315 last year, and 4%% per cent. less 
than those of the 1,062 miles worked in 1882; and the net 
earnings for the four montbs are $229,438, the interest and 
rentals having been about $850,000. 








The numbers of tons shipped on the New York canals in 
May this year and last were: 


1884. 1883. Increase. P.c. 
Tons 650,881 603,501 47,380 7.9 


The very low rail rates had a tendency to reduce the ship - 
ments by canal this year, notwithstanding which there was 
this considerable increase. The canals opened May 6 this 
year and May 7 last year. Nearly the whole increase in 
shipments was in the first week. 








The Province of Ontario reports that it has but 937,559 
acres of spring wheat this year, against 1,181,425 last year, 
a decrease of no lessthan 21 per cent. The condition in the 
middle of May was much better than last year, yet not very 
good. The whole area of cleared ground in the province is 
reported to be 10,760,845 acres, and 173,157 acres (1% per 
cent.) more than last year. This area is just about equal to 
the area of improved land iv farms shown by the Census of 
1880 in California, Kansas or Kentucky, 4 per cent. less 
than that of Maine, New Hampshire, Vermont and Massa- 
chusetts together, and 40 per cent. less than that of New 
York or Ohio. 








Even petroleum exports have fallen off. For the five 
months ending with Muy they were 170.8 millions of gal- 
lons, against 199.6 last year and 197.8 in 1882, before which 
year the largest exports were only 152 millions. The de 
crease from last year is 1414 per cent. New York does not 
maintain its usual lead this year. It exported 81.5 per cent. 
of the whole in 1881, 80.9 in 188%, 84.4 in 1883, and 81.8 
in 1884, Philadelpbia has gained over last year, but lust in 
comparison with 1882. It bad 13.4 per cent. of the whole 
in 1881, 15 per cent. in 1882, 11.9 in 1883, and 14.7 in this 
year. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa 
tion of the laying of track on new railroads as follows : 

Chicago, Burlington d& Quincy.—A branch of this com- 
pany’s Burlington & Missouri River line is completed from 
Aurora, Neb., west to Grand Island, 21 miles. 

Duluth & Iron Range.—Completed for forty miles north- 
ward from Two Harbors, Minn., an extension of 20 miles. 

Fargo Southern.—Extended from Wahpeton, Dak., south 
to Fairmount, 15 miles. Also on the southern end, north to 
Graceville, Minn., 10 miles. 

Georgia Pacific.—Extended from Alta, Ala., eastward to 
Patton Mine, 7 miles. Gauge, 5 ft. 

Louisville, New Orleans & Texas.—Extended southward 
to Clarksdale, Miss., 12 miles. 

New York, Lake Erie & Western.—A branch is com- 
pleted from Brockway ville, Pa., to Dagus Mines, 12 miles. 

Pennsylvania.—The new Germantown & Chestnut Hitl 
Branch is completed from Powelton avenue in Philadelphia 
to Chestnut Hill, 644 miles, 

Toledo, Ann Arbor & Northern Michigan.—Extended 
from Elsie, Mich., northward to Ithaca, 19 miles. 

This is a total of 12244 miles of new railroad, making 
1,032 miles reported to date for the current year. The total 
track reported laid to the corresponding date for 12 years 
past is as follows : 


iles. ! Miles 
| errr (eer ye CO CESSES a eee re ee 432 
Dini: . <he. subpeasankithhe tS a aeeerrresaeas 583 
Micbesbcocccsscceseses. ved DTM ccevasbnedbicns 6oh0600 687 
Sea ee Se NGS sn dascindecedees 31z 
con nnivens  4bseeee cen Ras, at deracdeperseoncooan 570 
ives 55 0s50000000sb one ae TAME scacsnssae. and s0iyss 1,271 


These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 








Shop Notes at Columbus and Dayton. 


THE PITTSBURGH, CINCINNATI & ST. LOUIS SHOPS. 


The above line, perhaps best known as tbe “‘ Pan-handle,” 
is building some fine new shops, on a piece of land 75 acres 


600 | in extent, sitaated about two miles east of the Union Depot, 


at Columbus, Ohio. Thashops have been laid out with a 
view to future extension, the plans in fact baving been 
drawn for a Jarge and complete equipment, only a part of 





which is to be built at present. These shops, however, are 
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built and roofed in, and are ready to receive their ma- 
chinery. 

The present shops were built many years ago and are 
small and inconvenient, but are equipped with several good 
tools. A fine cylinder-boring machine, by Bement, of Phila- 
delpbia, aud a planing machine, by Pratt & Whitney, and a 
Scott’s patent universal radial drill are especially nvtice- 
able. 

The round-house is fitted with smoke funnels, the lower 
ends of which s!ide telescopically upon the upper part, which 
is fixed to the roof of the round-house as usual. The lower end 
of the sliding portion is bell-mouthed, and can be lowered 
right on to the chimney of a locomotive getting up steam. 
The draught is, of course, thereby greatly increased, a 
chimney virtually 35 ft. bigh being substituted for the 
ordinary chimney of a locomotive, measurivg about 12 ft. 
from grate bars to topof stack. The increased draught 
enables steam to be got upin about 50 minutes less time 
than with fixed smoke funnels, and the house, being kept 
practically free from smoke, is far cleaner. This sliding 
portion is counterweighted and can be raised. and lowered 
with great ease by pulling on a large iron rod attached to 
the lever moving tbe sliding portion. When a sufficient 
pressure of steam has been obtained a pull on the rod lifts 
the sliding bell-mouth, which is kept clear of the engine 
stack by placing the handle of the rod upon a hook driven 
into the wall of the round-house. The engines enter the 
house pilot first, thus bringing the engine, where repairs 
are most needed, nearest the benches lining the outer wall of 
the house. Smal] clamps, keyed to the rails, act as stops to 
prevent the engines coming too far. 

On tbe Pennsylvania system of lines the stores are debited 
to the Locomotive Department as soon as they are purchased, 
and it is therefore important that the quantity of stores on 
hand should be no larger than is absolutely necessary to 
prevent running short in the event of some unusual demand 
or failure in the supply. The stores received and issued are 
balanced monthly at each out station, and the stock in hand 
ascertained by compering the balance thus struck with the 
stock previously in hand, The consumption of stores and 
the balance can be compared with the quantities in the 
montbly requisitions, and any tendency to order too much 
cau thus be detected. The stock in hand thus shown every 
month by the books is checked half-yearly by actual stock- 
taking. A month's stock is generally kept on band. 

Au improved caboose or cabin car is about to be adopted 
ou the Pennsylvania lines. The general design will be very 
similar to that now used, but some modifications and im- 
provements will be made in details, and the sleeping bunks, 
cooking arrangements, etc., will be altered so as to be more 
comfortable for the men, some of whom practically Jive in 
their caboose. 

An electric bell-cord, the invention of Mr. Carlisle, of 
Bloomington, II)., is now in expsrimental use on a suburban 
train, and is said to give good results. In the event of the 
train parting the couplings between the cars pull apart 
without injury, sounding bells on engine and cars. The 
couplings can, however, be uncoupled by hand without 
giving analarm. By pressivg a small knob in the car bells 
ave rung on the engine and baggage-car. The cost of the 
apparatus is said to be small. 

The blue-print room has been specially built for the pur- 
pose, and embodies several excellent devices for turning out 
good work. The bath is provided with a perforated pipe 
ruoning round the inner edge, and by turning a tap a series 
of minute jets of water can be made to play upon the blue 
print. 

One of the frames in which the prints are exposed slides 
vertically between a couple of suitable guides, and rises 
through a hole cut in the roof in order to get the necessary 
exposure. As the frame is lowered a sort of hood or slide 
covers the aperture, the slide being connected by wire rope 
with the frame. Thus, when the frame is lowered, the hood 
slides over the aperture, and makes a weatherproof joint. 
As the frame is lifted the bood slides back and makes room 
for tbe frame. The whole affair is counterweighted and 
works with very little friction. Pbosphor bronze wire ropes 
are used with satisfactory results, this material permitting 
the use of very small pulleys. 

The otber frame also rises vertically to within a few ivches 
of the normal level of the slightly sloping roof, but the 
aperture in the latter is permanently filled by a large pane 
of plate glass. When the frame is lowered the sunlight 
cau be excluded by an ordinary calico blind working bori 
zontally. This arrangement is of course the simpler, but it 
is found to b2 open t> a serious objection. When the sun is 
shining strongly the beat under the glass becomes so great 
tbat the gless in the frame immediately under it is often 
cracked and rendered us2ks:, though every meuns is taken 
to bed it fairly, and prevent any undue strains. Glass being, 
however, a bad conductor of heat the upper surface of the 
glass in the frame becomes more heated than the lower sur- 
face, and fracture ensues. 

THE COLUMBUS, HOCKING VALLEY & TOLEDO SHOPS. 

These shops are situated at the capital city of the state of 
Ohio, and are excellent examples of the shops of a railroad 
of moderate size, possessing 90 locomotives and 7,360 cars, 
and operating 825 miles of road. The number of cars, 82 
per engine, is very large, even fr a coal road, on which 70 
per engine cars are usual, while about 24seem to be sufficient 
for such roads as the Ilincis Centra), the Boston & Albany, 
the Rock Island, ete. 

The old shops being somewhat in the p sition of Byron’s 
Bridge of Sighs, confined by a line of railroad on one hand 
and a prison ou the other, could not be extanded, and there- 
fore a new site was chosen, giving plenty of room for new 
shops and round-house, lumber yard, storage sidings for 
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freight cars, and sorting siding for drilling trains. The 
shops are brick buildings of substantial construction, and 
were erected in 1880, and are conveniently arranged and 
well equipped for repair work, but do not offer any spe- 
cially novel features. 

Owing to the dullness of trade no jess than 25 per cent. of 
the men employed at the shops were recently discharged. 
This is a very large reduction of force, which, it is to be 
feared, entails some hardships on those thus suddenly thrown 
out of employment. 

Butterfield’s ash-pan is in use on 13 of the engines, and is 
said to give satisfactory results, making a tight joint be- 
tween ash-pan and mud-ring, so that when the damper is 
closed the fire gets black immediately. The upper part of 
the ash-pan consists of a stout cast-iron frame which carries 
the rocking grate and is attached to the fire-box by means 
of six l-ir. studs, screwed into the mud-ring. Thus, by 
taking off these nuts, the whole ash-pan and rocking grate 
come down. 

The oil is kept in some old stationary boilers which serve 
the purpose very wel], though unfit to stand steam pressure. 
They are placed underground, and. are filled direct from an 
oil car run on a track overhead. The roof and sides of the 
underground chamber, which is entered by a low doorway, 
are formed of timber and covered with earth. If the oil 
should catch fire it could hardly run over the yard and set 
fire to other buildings or cars standing on the tracks. The 
oil is drawn off by means of a tap which is kept closed by a 
spring, so that there can be no waste, the oil ceasing to flow 
directly the hand is withdrawn from the tap. A gauge 
glass, protected from injury by a slotted brass shield, is a 
very useful adjunct to an oil tank, particularly if a scale 
showing the number of gallons in the the tank when the oil 
stands at certain levels is cut on the brass shield. Of course 
this scale cap be more easily made for a rectangular than a 
cylicdrical tank, unle:s the latter is placed vertically. 

CAR SHOPS AT DAYTON, OHIO. 

The Barney & Smith Company is busily engaged in the 
passenger department, building day cars for the Chicago 
& Northwestern and the Chicago, Milwaukee & St. Paul, and 
sleeping cars for the Canadian Pacific. The day cars are 
very handsomely got up, the interior being finished in quar- 
tered oak, with well-executed carving. The sills are com- 
posed of long-leaved Southern yellow pine, and the floorings 
boards are quarter sawn. The head-lining of all these car- 
is composed of veneers, hand-painted, in renaissance designs- 
The face of the veneer is formed of birdseye maple, etc., 
backed by soft white pine laid crossways of the grain, and 
the back is of poplar, 

The sleeping cars for the Canadian Pacific are finished in- 
side and out in mahogany, and present a very handsome 
appearance, though the use of mahogany outside appears to 
be somewhat of an experiment in the climate of the great 
Northwest. With frequent varnishing it may possibly be 
kept iu tolerable condition, though the color will probably 
become much darker by the action of the sun, and any new 
panel put in to replace one cracked or damaged will look 
somewhat different from the rest of the car. Varnished 
mahogany or bay wood has been used for outside panels in 
cars running in England, where the climate is not nearly so 
trying, the sun being less powerful in the summer and the 
frost far less severe in winter, end though the cars look ex_ 
ceedingly bright and fresh when new the color soun changes, 
and the old dark cars, though well varnished, look like poor 
relations of their new and gilded juniors. If, however, this 
should be found to be the case, the mahogany can always 
be painted, and will then look as well as any other material. 
It is quite probable, however, that the panels will crack. and 
in that case renewal would appear to be the only remedy. 
Many cars have been running in England for nearly 30 
years with mahogany panels \-in. thick, well backed with 
glued canvas, but the difference in climate is so great that 
no safe inference can be drawn as to the success of this 
niaterial in Manitoba. 

The Canadian Pacific cars have six-wheel trucks, which 
will on arriving at their destination be provided with 
English wrought-iron wheels with steel tires. To avoid pay- 
ing the bigh duty charged on importations into this country, 
the wheels are sent from England to Canada, and put under 
the trucks on their arrival in the Dominion, the ordinary 
chilled wheel being used to enable the cars totravel. Some 
temporary arrangements are also requisite for carrying the 
brake beams to suit the 33-in. wheels. 

The Barney & Smith Co. carries a large stock of air- 
seasoned oak lumber, and if necessary finishes it off in the 
kiln, giving it only asbort drying there, believing that it 
makes a more satisfactory job than putting green lumber in 
a kiln, and depending wholly on the seasoning or drying 
thus effected. F 

Nearly every process in car building is done in these 
works, even to embossing glass. The brass fittings and 
metal furnishings for the interior of cars are mostly made 
by an allied organization, the Dayton Manufacturing Co., 
which has now been in operation for nearly a year. The 
shops are well laid out, being specially designed for their 
purpose. The brass foundry is situated at the rear of the 
main buildiog, and is ventilated by means of a lantern in 
the roof. The articles after being ground on emery wheels, 
and machined if necessary, are passed into the electro-plat- 
ing room, where baths for silver,. nickel-plating, etc., are 
worked by a Brush dynamo machine instead of the bat- 
teries formerly used. Such articles as require it are burn 
ished by hand, and others are cleaned and polished after 
plating by means of revolving wire brushes, or discs of 
cloth rotated at a high speed. 

Some handsome work for sleeping cars for the Canadian 
Pacific is now being turned out, finished in a style termed 
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‘* oxidized gold.” As gold is such a highly dignified metal 
that it will melt sooner than oxidize, and as the ornaments 
in question could not, even in the dark, resemble anything 
auriferous, it is a little difficult to discover the appropriate- 
vess of the title. The groundwork in these patterns is 
hammered with a punch, producing small dents, and the 
wood carving about the berths, etc., in the car is similarly 
treated, the effect produced being very handsome. 


General Railroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 


Central Vermont, annual meeting, at the office in St. Al- 
bans, June 19. 

Northern (New Hampshire), special meeting, in Concord, 
N. H., June 18 

St. Paul & Duluth, annual meeting, at the office in St. 
Paul, Minn., June 16, at noon. 

Vicksburg d& Meridian, adjourned annual meeting, at the 
office in New York, July 16, at noon. 


Dividends. 


Dividends have been declared as follows: 

Chivago & Northwestern, 2 per cent., quarterly, on the 
preferred stock and 314 per _cent., semi-annual, on the com- 
mon stock, both payable June 26. Transfer books close 
June 12. 

Lehigh Valley, 2 per cent., quarterly, payable July 15, 
to stockholders of record June 16. 

Missouri Pacific, 184 per cent , quarterly, payable July 1. 
Transfer books close June 14 

New York Central 4: Hudson River, 2 per cent., quarteriy, 
payable July 15. Transfer books close June 14. 

New York &: Harlem (leased to New York Central & 
Hudson River), 4 per cent., semi-annual, payable July 1. 
Transfer books close June 14. 

Old Colony, 344 per cent, semi-annual, payable July 1, 
to stockholders of record June 5. 

Western Union Telegraph, 134 per cent , quarterly, paya- 
ble July 15. Transfer books ciose June 20. 





Railroad and Technical Conventions, 


Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

Master Mechanics’ Association, annual convention, in 
Long Branch, N. J,, beginning on Tuesday, June 17. 

Railway Telegraph Superintendents’ Association, annual 
convention, in Boston, on Tuesday, June 17. 

General Baggage Agents’ Association, semi-annual meet- 
ing, in Boston, on Wednesday. July 16. 

Traveling Passenger Agents’ Association, annual meet- 
ing, in Denver, Col., on Tuesday, Aug. 12. 

Western Association of General Passenger & Ticket 
Agents, adjourned meeting, in Minneapolis, Mion., on Wed- 
nesday, Aug. 13. 

Train Dispatchers’ Association, preliminary meeting, to 
form an association, in Louisville, Ky., on Wednesday, 
Aug. 20. 

Master Car- Puinters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 

Road-Masters’ Association of America, annual conver- 
tion, in Indianapolis, Ind., on Wednesday, Sept. 10. 

Association of American Railroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16, 

National Association of General Passenger & Ticket 
Agents, semi-annual convention, in Boston, on Tuesday, 
Sept. 16. 

New England Railroad Club, first monthly meeting for 
the season, at the rooms in the Boston & Albany station in 
Boston, on Wednesday, Sept. 24. 

New England Road- Masters’ Association, annual conven- 
tion, at White River Junction, Vt., on Wednesday, Oct. 8. 

General Time Convention, fall meeting, at the Conti- 
nental Hotel, Philadelphia, on Thursday, Oct. 9. 

Southern Time Convention, fall meetivg, at No. 46 Bond 
street, New York, on Wednesday, Oct. 15. 

American Street Railway Association, anual conven- 
tion, in New York, on Wednesday, Oct. 15. 


Foreclosure Sales. 


The Indianapolis d& Evansville road was sold in Evansville, 
Ind., June 7, under a judgment for $30,000 and was bought 
for $500,000 by D. J. Mackey, President of tbe Vincennes 
& Terre Haute road. ‘The sale was had for the purpose of 
clearing off a number of old debts and giving a title to the 
road. The line is completed from Evansville, Ind., north- 
ward to Washington, 57 miles. It will probably be operated 
hereafter by the Evansville & Terre Haute Co ; whether 
directly or under a separate organization is not stated. 


Joint Executive Committee. 


A meeting of the Joint Executive Committee began at the 
Commissioner’s office in New York, June 11. The first day 
was spent chiefly in discussion of the affairs of the Boston 
east and westbound pools, but no action of any kind was 
taken. 

It is said that at this meeting an attempt will be made to 
have an advance in east bound rates ordered. 


Train Dispatchers’ Association. 


The movement for the formation of a train dispatchers’ 
association has taken a definite form, and it has heen decided 
to hold a eonvention in Louisville, Ky., Aug. 20 next. 
Every train dispatcher in good standing and railro:d super- 
intendents and others having practical knewledge of train 
dispatching will be requested to be present. The movement 
so far has been confined chiefly to roads in the western and 
southern States, but arrangements are being made to present 
the matter to train dispatcbers all over the country in the 
hopes of forming a strong and efficient one and securing at 
the first meeting a large representation of this useful and 
hard-worked class of railroad officers. 


St. Louis Engineers’ Club, 


At the regular montbly meeting of this club, June 4, the 
Committee on Excursion preseted a report on the success- 
ful management of the annual excursion of the Club on the 
river. Votes of thanks were passed to the committee and 
others concerned in the excursion. 

Professor Nipher then proceeded to discuss the mechanical 
efficiency of an electric generator and motor, illustrating 
his remarks by drawings and diagrams constructed from 
experimental data, showing the speed at which generators 
should be run to give the greatest efficiency. The subject 
was further discussed by Dr. Adams and Messrs. Seddon, 
Hollman, Tousey and others. 

The subject of the use of compressed air on the St. Louis 
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Bridge in working the switch and signal system at Main 
street, East St. Louis, was informally discussed by a num- 
ber of members. 

The subject of electric generators and motors was then 
brought up again and discussed by Dr. Adams and Prof. 
Nipber at some length. Several members asked questions 
as to the danger involved in the use of such highly charged 
wires as would be necessary torun a surface railroad by 
electricity, and Dr. Adams replied that in that case cur- 
rents of low intensity would be used, and that, although a 
person carelessly handling the wires might receive a severe 
shock, be would not be fatally injured. The currents used 
in electric lighting were, however, dangerous to life. 

After accepting an invitation to attend the graduating ex- 
ercises of the Polytechnic School, the meeting adjourned. 








ELECTIONS AND APPOINTMENTS. 


American Society of Civil Engineers,—At the monthly 
meeting of the Society in New York, June 4, the following 
elections were announced: 

Members: James P. Allen, Charleston, 8S. C.; Henry P. 
Bell, Winnipeg, Man.: Wend+ll R. Curtis, Savannah, Ga.; 
Chauncey Ives, Chambersburg, Pa.: Mace Moulton. Wil- 
mington, Del.; Levi L. Wheeler, St. Louis; Wm. F. Biddle, 
Samuel Rea, Percival Roberts, Jr., Philadelphia. Mr. 
Roberts is transferred from associate and Messrs, Allen and 
Curtis from junior to full membersbip. 

Associates: Wm. Roberts, Waltham, Mass.; Alan H. G. 
Hardwicke, Buffalo, N. Y. 

Juniors: Wm. H. Breithaupt, Silas B. Russell, St. Louis; 
Allan D. Conover, Madisov, Wis.; Martin Gay, West New 
Brighton, N. Y.; Chandler D. Starr, New York. 


Boston & New York Air Line.—At its annual meeting last 
week this company elected the following: President, H. B. 
Hammond; Directors, Theodore Adams, 8. E. Baldwin, W. 
D. Bishop, J. N. Camp, Benjamin Douglas, H. G. Lewis, 8. F. 
Loomer, 8. S. Sands, J. D. Smith, T. L. Watson; Secretary, 
T. L. Watson; Treasurer, W. L. Squire. The road is leased to 
the New York, New Haven & Hartford. 


Bridgeton & Saco River.—At the annual meeting in 
Bridgeton, Me., June 5, the old directors were re-elected and 
afterwards chose Wm. F. Rory, President; J. A. Bennett, 
Clerk; P. P. Burnham, Treasurer. 


Burlington, Cedar Rapids & Northern.—Mr. G. S. Rus- 
sell has been appointed Car Accouutant, with office in Cedar 
Rapids, la., in place of Frank L. Misner, deceased. 


Central Iowa.—Mr. J. P. Nourse has been appointed Gen- 
eral Passenger Agent in place of S Hooper, who has 
gone to the Denver & Rio Grande. Mr. Nourse was for- 
merly on the Flint & Pere Marquette road. 


Chatiaroi.—Mr. F. H. Oliphant is now General Manager, 
succeeding Mr. Charles H. Rockwell, who has gone to the 
Cincinnati, Hamilton & Dayton road. 


Chicago & Great Southern.—F. D. Raymond is uow Gen- 
eral Freight and Passenger Agent of this company, in place 
of C. 8S. Worden. 


Chicago, Milwaukee & St. Paul.—At the annual meeting 
in Milwaukee, June 5, the following directors were chosen: 
Alexander Mitchell, 8. 8S. Merrill, John Plankinton, Mil- 
waukee, Wis.; Jason C. Easton, Mankato, Minn.; Selah 
Chamberlain, Cleveland, O.; Hugh T. Dickey, Peter Geddes, 
Joseph Millbank, Wm. Rockefeller, James Stillman, Abra- 
ham R. Van Nest, Julius Wadsworth, James T. Woodward, 
New York. Mr. Millbank is a new director, suceeeding bis 
father, Jeremiah Millbank, decaased. 

Tbe new board afterwards met and re-elected the follow- 
ing officers: Alexander Mitcheli, Milwaukee, President; 
Julius Wadsworth, New York, Vice-President; J. B. Du- 
moot, New York, Second Vice-President; S. 8S. Merrill, 
General Manager; Roswell Miller, Assistant General Man- 
ager. 





Chicago & Northwestern.—At tbe annual meeting in 
Chicago, June 5, the following directors (one-third of the 
board) were chosen for three years: Anson Stager, Chicago; 
Ww. L. Scott, Erie, Pa.; Jay Gould, C. J. Osborne, H. McK. 
Twombly, F. W. Vanderbilt, N. Y. Mr. J. B. Redfield, of 
Chicago, was chosen a director for one year, to fill out the 
term of Augustus Schell, deceased. Mr. Twombly succeeds 
R. P. Flower. 

The board subsequently met and elected the following offi- 
cers: President, Albert Keep ; Vice-Presidents, M. L. Sykes 
and Marvio Hughitt; Secretary and Treasurer, M. L. Sykes; 
Assistant Secretary, J. B. Redfield ; Assistant Secretary and 
Assistant Treasurer in New York, S. O. Howe ; Executive 
Committee, Albert Keep, Wm. L. Scott, A. G. Dulman, C. 
z Depew, H. McK. Twombly, Samuel F. Barger and D. O. 
Mills. 


Chicago & Northwestern Proprietary Lines —At the 
annual meetings in Chicago, June 6, directors for these 
companies were chosen as follows: Dakota Central.—Direc- 
tors, Albert Keep, M. Hughitt, M. L. Sykes, M. M. Kirk- 
man, J. B. Redfield; President, Albert Keep; Vice-Presi- 
dent, M. Hugbitt; Secretary, J. B. Redtie'd; Treasurer, 
M. M. Kirkman, Princeton d& Western.—Directors, Albert 
Keep, M. Hughitt, M. M. Kirkman, Charles E. Simmons, 
J. B. Redfield; President, Albert Keep; Vice-President. 
Marvin Hughitt; Treasurer, M. M. Kirkman; Secretary, 
J. B. Redfield. Winona & St. Peter.—Directors, Albert 
Keep, James H. Howe, A. G. Dulman, M. Hughitt, M. L. 
Svkes, J. B. Redfield, C. C. Wheeler, M. M. Kirkman, B. C. 
Cook; resident, Albert Keep; Vice-President and Treas- 
urer, M. L. Sykes; Secretary, J. B. Redfield; Assistant 
Secretary, 8S. O. Howe. 


Chicago & Western Indiana.—At the annual meeting in 
Chicago last week the following directors were chosen, re- 
presenting the companies which own the road: F. H. Story, 
Chicago & Eastern Illinois; A. L. Hopkins, Wabash; S. R. 
Callaway, Chicago & Grand Trunk; John B. Carson, Louis- 
— New Albany & Chicago; Fred. Broughton, Cuicago & 
Atlantic. 

The controlled Chicago Belt Co. chose the followin 
rectors: F. H. Story, George Dunlap, S. R. Callaway, 
B. Carson, F. Broughton. 


Cincinnati, New Orleans & Texas Pacific.—The office of 
Mr. G. Bouscaren, Consulting and Chief Engineer of this 
company and its controlled lines (the Alabama Great South- 
ern, the New Orleans & Northeastern, the Vicksburg & 
Meridian and the Vicksburg. Shreveport & Pacific) was on 
— l removed to No. 35 West Fourth street, Cincinnati, 

hio. 


Connecting Railroad Co.—At the annual meeting in 
Philadelphia, June 10, the following were elected: G. B. 
Roberts, President; Alexander Biddle, J. N. DuBarry, John 
P. Green, Wistar Morris, N. P. Shortridge, Edmund Smith, 
directors. The road is vwned by the United New Jersey 
and the Pennsylvania Railroad companies. 


Des Moines & Fort Dodge.—At the annual meeting in New 
York, June 5, the following directors (one-third of the board) 
were chosen: Stanley W. Dexter, Charles E, Whitehead. 


di- 
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Duluth & Manitoba.—The directors of this new company 
are: Hugh Thompson, Fisher’s Landing, Minn.; Charles 
Langvin, Red Lake Falls, Minn.; Paul C. Sletten, Crooks- 
ton, Minn.; Ernest Buse, James C. Holmes, Minneapolis, 
Minnesota. 


Franklin & Megantic.—Mr. Frederic Danforth, of Gar- 
diner, Me., is the Chief Engineer of thisnew road. Mr, O. H. 
Trippe is First Assistant and Mr. J. L. Coleord Second As- 
sistant Engineer. Their headquarters are at Stromg, Me. 

The officers of the company (also at Strong) are: Presi- 
dent, Samuel W. Sargent ; Clerk, W. F. P. Fogg ; Treas- 
urer, Philip H. Stubbs. 


Gainesville, Jefferson & Southern.—At the annual meet- 
ing in Gainesville, Ga., June 5, the following were elected : 
President, Allen D. Candler; Directors, H. W. Bell, K. L. 
Boone, J. W. Green, R. E. Green, J. R. Hosch, W. C. How- 
ard, N. J. Kelley, D. R. Lyle, F. L. Pendergrass, J. E. Red- 
wine, C, C. Sanders, D. H. Walker. 


Girard & Northern.—The directors of this new company 
are: J. W. Dally, Thomas H. Darrington, Tbomas H. Davis, 
2. B. Dickenson, J. B. Farquharson. Office in Salina, 

ansas. 


Indiana, Bloomington d& Western.—Mr. John Roberts 
has been appointed Road-master of the Eastern Division (In- 
diavapolis to Columbus) in place of Thomas Holly, resigned. 
Mr. Roberts was recently on the Ohio Central road. 


Lake Superior Terminal & Transfer Co.—Tie directors 
of this new company are: Wm. P. Clough, James J. Hill, 
Allen Manvel, E. W. Winter, St. Paul, Min :.; Jobn C. 
Spooner, Hudson, Wis. ; John i. Hammond, Superior, Wis. ; 
George 8S. Baxter, New York. 


Louisville & Nashville.—The board has elected Milton H. 
Smith (late First Vice-President) President in place of Jacob 
S. Rogers, resigned, and A. M. Quarrier Vice-President in 
place of Mr. Smith. Mr. Herman Clark was also chosen a 
director in place of James T. Woodward, resigned. 


Meadville & Linesville.—Mr. J. W. Peters is General 
Superintendent of this road, with office in Meadville, Penn- 
sylvania. 


Milwaukee, Lake Shore & Western.—At the annual 
meeting in Milwaukee, June 11, the following directors 
(one-third of the board) were chosen for three years: 
Charles Luling, Milwaukee, Wis.; Joseph R. Busk, Gordon 
Norrie, J. F. Thompson, New York. 


New York, West Shore & Buffalo.—Mr. W. K. Gillette 
has been appointed Auditor of Passenger Receipts of this 


company, vice R. W. Bidgood, resigned, taking effect 
June 1. 
Northern Central.—Mr. A. C. Hippey has been appointed 


Engineer of Maintenange of Way of the Northern Central 
Railway, office at Wiliiamsport, Pa.; vice C. P. Perkins, 
transferred. To take effect on and after June 1. 


Oregon Railway & Navigation Co., annual meeting, at 
= office in Portland. Ore., June 16. Transfer books close 
ay 16. 


Oregon & Transcontinentat Co., annual meeting, at Port- 
land, Ore., June 16. 


Pennsylvania.—Mr. A. C. Hippey has been appointed En- 
gineer of Maintenance of Way of the Philadelphia & Erie 
Railroad Division, offite at Williamsport. Pa.; vice C. P. 
Perkins, tranferred. To take effect on and after June 1. 


Providence & Worcester.—The board has elected Estus 
Lamb President in place of George A. Leete, deceased. Mr. 
Lamb has been a director of the company for a number of 
years. 


Rome, Watertown d& Ogdensburg.—The new board bas 
elected officers as follows: Charles Parsons, President; 
Clarence 8. Day, Vice-President; Charles Parsons, Jr., 
Assistant to the President; R. E. Smiley, Secretary, J. A. 
Lawyer, Treasurer: C. L. Martin, Auditor; Charles Par- 
sons, Clarence S. Day, Wm Lummis, Charles Parsons, Jr., 
Edwin Parsons, Jobn S. Farlow, and Wm. M. White, 
Executive Committee. 


Terre Haute & Southeastern.—At the annual meeting ia 
Terre Haute, Ind., June 2, the following directors were 
chosen: J. S. Beach, Josephus Collett, H. Herman, W. 
Jenckes, W. R. McKeen, W. B. Fuel, J. G. Williams. The 
board elected Josephus Collett President. 


Troy & Boston.—Mr. A. Brewer has been appointed 
Master Car-Builder, with officein Troy, N. Y., in place of 
R. V. Coon, resigned. 


Vermont & Massachusetts.—At the annual meeting in 
Boston last week the following directors were chosen : E. L. 
Davis. James A. Dupee, George F. Fay, Francis Goodhue, 
Wm. H. Hill, Daniel S. Richardson, Thornton K. Ware. 
The road is leased to the Fitchburg Company. 








PERSONAL. 


—Mr. RV. Coon has resigned his position as Master Car- 
Builder of the Troy & Boston road. 


—Mr. Thomas Holly has resigned his position as Road- 
master of the Eastern Division of the Lodiana, Bloomington 
& Western road. 


—It is again reported that Mr. Sidney Dillon has tendered 
or will shortly tender his resignation as President of the 
Union Pacific Co. and that it will be accepted. This report 
needs confirmation. 





—Mr. John McLeod has finaliy resigned his position as 
General Superintendent of the Louisville, New Albany & 
Chicago road, to take effect June 15. It is understood that 
he has received several offers of other positions. 


—lIt is reported that the presidency of the Louisville & 
Nashville Co. has been offered to Mr. H. Victor Newcomb, 
who was President of the company several years ago. He 
succeeded Dr. Standiford, and under his management the 
system operated by the company reached its present pro- 
portions. Mr. Newcomb is now a banker in New York. 


—Mr. Oliver Watson has resigned his ition as General 
Manager of tle Buffalo, New York & Philadelphia road, 
and will retire from railroad work altogether. It is under- 
stood that Mr. Watson will settle in Virginia, where he owns 
a considerable property. He has been connected with the 
road for four years past, most of the time as General Mana- 
ger. 


—Mr. Charles McKinney, a well-known citizen of Bing- 
bhamton, N. Y., died in Utica June 8, aged 74 years. He 
was a native of Binghamton, and in early life engaged suc- 
cessfully in manufacturing and afterward in the forward- 
ing business. For over 20 years past he has been the head 





' and distribution of the coal 


Kinney & Albright, which had charge of the forwarding 


of the firm, at first ey Ay helps and afterward Mc- 
of the ware, Lackawanna 





— - a: 


& Western Co. in Central and Northern New York. Mr. 
McKinney had served as a member of the New York As- 
sembly and as Mayor of Binghamton. 


—The Boston Herald of June 11 says: ‘* When Mr. Os- 
good Bradley died some weeks ago, he was spoken of as the 
oldest car builder in thecountry. That was anerror. Mr. 
Charles Davenport, of this city, now a hale and hearty 
young man of threescore and twelve, built bis first car for 
the Boston & Worcester Railroad in 1835, six years before 
Mr. Bradley entered upon the business. The firm was first 
Kimball & Davenport, aud afterward Davenport & Bridges, 
and the factory was at Cambridgeport. r. Davenport 
went out of business with a handsome competency in 1855, 
after having built cars for most of the prominent railroads 
in the country. He is about going to Europe fora trip of 
four months,’’ 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Five months ending, aise 31: 


. 1883. Inc. or Dec. P.c. 
Bur., C. R. & N. $1,072,324 $1,064,741 IL. $8.0) 0.8 
Canadian Pacific. 1.625.777 1,637,297 D. 11,420 0.7 
“entral Iowa..... 565,043 474.290 I. £0,753 «19.1 
Central Pacific .. 8,687,000 9.415,899 D. 28,899 7.7 
Chi. & Alton ... %,193,122 3,138,071 I. 57,057 1.8 
Chi. & East. Il. 572.273 643,164 D. 70,891 11.0 
Chi., Mil. & St. P. 8,509,000 8,665,758 D 156.758 1.8 
Chi. & Nor’west. 8,627,767 8,060,960 D. 33, 0.4 
Chi., St. Paul, M. 

& Omaha .... 2,189.706 1,919,227 I. 270,479 14.1 
Chi. & W. Mich.. 639,815 619,006 I. ; 3.4 
Cin., Ind., St. L. & 

RNs moee «behdiain 913,949 958,203 D 44.254 46 
Det., Lan. & No. 568,07: 611,289 D. 43,211 71 
E. Ten., Va & G. 1,544,871 1,530,393 I. 14,478 0.9 
Ev. & Terre H.. 271,656 289,454 D. 17.698 6.1 
Flint & Pere M.. 1,033,903 4.052.335 D. 18,432 1.8 
Ft. Worth & D.. 5,5 139,600 I. 45,900 32.8 
G. B.,W. & St. P. 145,144 156.850 D. 11,706 7.4 
Ill, Central.. ... 4,072,013 4,207,264 1). 135.251 3.2 

Iowa lines..... 667 526 64,222 D. 96,696 12.7 
Louisv. & Nash.. 5,515,692 5,284,662 I. 231,030 4.4 
Margq., H. & O... 199,681 156,659 I. 43,022 27.4 
Mem. & Charles. 546,351 485,318 L. 61,043 12.6 
Mil., L.S. & W.. 437,295 380,046 I. 57,239 15.1 
Mil. & Northern. 210,335 185,515 I. 24,820 13:2 
Mobile & Ohio... 841,912 839,419 1. 2,493 0.3 
Norfolk & West. 1,063,085 1,005,825 L 57.260 5.7 
No. Pacific. .... 4,841,358 2,671,145 L 2,170.2 3 . 81.2 
Ohio Central. 40.5 399,487 I. 30,785 7.7 
Peoria, Dec. & E 308,904 277,399 I. 31,505 11.3 

ich. & Dan 1,569,854 1,504,928 I. 64,926 4.3 

och, & Pitts 413,141 154,710 L 258,431 167.5 

t. L., Ft. Scott 

Wichita ... ... 190,080 73,282. I. 116.808 159.4 
St. P. & Duluth.. 385,660 399,173 D 13,413 3.5 
st. P.,M.& Man. 2,975,188 3,148,704 D 173,516 5.5 
Shenandoah Vy. 290.603 286,251 L. 4,352 1.5 

estern N.C.... 161,694 123,153 IL. 38541 313 

Four months ending April 30: 

Atch., T. & 8S. F. $5,049,424 $4,792,996 L. $256.428 5.4 

Net earnings.. 2,500,754 2.255.618 IL. 245,136 10.9 
Chi., Bur. & Q.. 7,557,712 7,457,415 LL 100,297 1.3 

Net earnivgs... 3,323, 3,555,103 D. 231.5 6.6 * 
Denver & R.G... 1,881.961 2,066,407 D. 184,446 8.9 

Net earnings.. 229,438 722,261 D. 492,823 68.3 
E. Ten, Va. & G. 1,261,007 1,247,236 I. 13.771 11 

Net earnings.. 439,135 41291 L 27,044 6.6 
Louisv. & Nash.. 4,367,777 4,222,329 1. 145,448 3.4 

Net earsings.. 1,385,216 3,526,509 D 141,293 93 

Month of April: 

Atch.,T. & S.F.. $1,306,000 $1,278,154 I. 27,846 2.2 

Net earnings.. 587,63 689,228 D. 101,597 148 
Chi.. Bur. & 1,832,450 1,824.129 1. 8,321 0.4 

Net earnings. . C45,2u3 657.517 D. 12.314 1.9 
Denver & R.G.. 549,885 596,531 D. 46,646 7.38 

Net earnings.. 104,895 26u.890 D. 155,995 59.8 
E. Ten., Va. & G. 291,519 272,322 I. 19,197 7.1 

Net earvings.. 98,172 88,518 L 9,654 10.9 
Louisv. & Nash. 1,125,291 917,450 I. 177,841 18.8 

Net earnings... 358,295 348.872 I. 9,423 2.4 
N.Y.,L.Erie,& W 1,727,434 1,548,474 I. 178.960 115 

Net earpings. . 392,465 468,971 D. 76,506 163 
Northern Pacific. 1,441,415 630,411 I. 781,104 1183 

Net earnings... 778,037 165,804 L. 612,243 369.2 

Month of May: 

Bur.,C R. & No. $221,572 $208,671 I. 12.901 6.2 
Canadian Pacific. 498,000 555,600 D. 57,000 10.3 
Central Iowa .. 117,840 100,394 I. 17,446 17.3 
Central Pac:fic.. 2,062,000 2.127.420 D. 65,420 3.1 
Chi. & Alton..... 650,47: 646,730 L. 3.744 0.6 
Chi. & East. Ill. 115,246 128,679 D. 13433 10.4 
Cni., Mil. & St. 

eas 1,986,000 2,033,513 D. 47,5135 23 
Chi. & Nor’west. 2,058,149 2,142,272 D, 84,12: 4.0 
Chi., St. P. M. ; 

inc amaien.e2% 507,700 452.300 I. 45,400 12.3 
Chi. & W. Mich.. 142,010 138,946 I. 3, 2.2 
Cin., Ind., St. L. 

GD, ove vcgcsesss 206, 205,540 1. 1,154 0.5 
Det.. Lan. & No. 132,144 134.966 D. 2,822 2.1 
E. Ten., Va. & G. 283,863 283,257 = I. 706 0.2 
Kv. & terre H... 57,127 64,920 D. 7.793 12.0 
Flint & Pere M.. 220.788 229,660 D. 8,862 3.8 
Ft. Worth & D 64,400 47,700 I. 26700 70.8 
G. B.,W. & St. P. 28,780 35,690 D. 6.910 19.2 
ll. Central... .. 829,213 748,804 I, 80,409 10.7 

Iowa lines .... 140,726 153,556 D. 12,830 8.3 
Louis. & Nash... 1,147,915 1,062,333 L. 84.582 8.1 
Marq..H. & V.. 111,856 81,607 I. 30,249 37.1 
Memphis & Ch.. 107.102 86,388 I. 20,714 24.0 
mil., L. 8. & W.. 95,155 84,805 IL. 10,350 12.2 
Mil. & Northern. 47,015 42,900 I. 4.115 9.4 
Mobile & Ohio... 146,126 141,975 L. 4.151 2.9 

Net earnings.. 21,126 26,913 DL. ».787 21.4 
Norfolk & West. 202,888 205,663 D. 2,775 1.4 
Northern Pac... 1,286,700 759.687 I. 527,013 60.4 
Ohio Central.... 99.215 102,870 D. 3,655 35 
Peoria, Dec. & E. 60.105 63,874 D. 3,7! 5.9 

ich. & Dan... . 295,90 296,100 D. 200 0.1 
Roch. & Pitts.... 98,232 49,030 L 49,202 100.4 
St. L., Ft. Scott & 

ichite ....... 35,509 16, L 18,673 111.0 
St. P. & Duluth.. 99,368 102,141 D. 2.773 2.7 
St. P., M. & Man. 613 655 727,4 D. 113,844 15.6 
Shenandoah Val. 57,839 72,448 D. 14,609 201 
Western N. C.... 32,512 27,573 I. 4,939 17.6 

First week in June: 

Long Island..... $67,247 $63,690 I. $3,557 5.5 
Northern Pacific. 272.200 196,600 I. 75.600 38.6 
St. L. & San F 78,700 58,200 I. 20,500 35.3 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Transcontinental Traffic Association, 

It is announced that the Chicago, Burlington & Quincy has 
iven 90 days notice of its intention to withdraw from the 
ranscontinental Association. This, with the previous 

withdrawal of the Atchison, Topeka & Santa Fe, will com- 

plete the breaking up of that association, whose life has been 
exceedingly sbort. ; 

The Atchison, Topeka & Santa Fe had given notice to 
Commissioner Daniels that at the expiration of 90 days 
from June 1 it will withdraw from the Utah pool. The 
company states that it will not remain in any money pool 
with the Union Pacific as long as the eastern connections of 





that line are at liberty to cut rates or to fix rates on the 
business going beyond the Missouri River, 
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Grain Movement. 


For the week ending May 31 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 








North- . -——Northwestern shipments.—, 
western ays Atlantic. 
Year receipts. Total. By rail. By rail. receipts. 
1877....2,215,0C0 2.783,325 624,387 22.4 3,294.502 
1878 591,073 4,542,030 1,169,514 24.8 5,898,607 
57 524,578 6,781 520 “ 169 44.4 047,545 
171 »289,142 ,205 23.2 6,790,016 
3,085,234 4,936,720 1,538,657 31.2 6,719,365 
1882....3,843,742 2,547,824 1,092,683 43.9 2,522,670 
1883... .4.787,670 4.155, 336 1,483,559 35.7 3,871 967 
1884....3,827,051 4,604,966 2,092,890 45.4 3,274,814 


Thus the receipts of the Northwestern markets for the 
week were smaller this year than in any corresponding week 
since 1878, and 944,000 bushels less than last year. They 
were, however, 348,000 bushels more than in the previous 
week of this year and the largest since March. 

The shipments of these markets, on the other hand, were 
larger than last year and the year before, and smaller than in 
any of the other years from 1879 to1881. They were 
262,000 bushels more than the previous week of this year, 
and the largest for four weeks. The rail shipments were 
almost exactly the same as the lake shipments. The sbip- 
ments down the Mississippi were 9.1 per cent. of the whole, 
amounting to 420,827 bushels, whichis more thanin any 
other week of this year. 

The receipts of the Atlantic ports for the week were 
smaller than in the corresponding week of any previous year 
in the table except 1882, and 597,000 bushels less than last 
year. They were, bowever, 304,000 bushels more than in 
the previous week of this year, and were the largest since 
last November. 

Exports for this last week of May for five successive years 
have been: 


1880. 1881. 1882. 1883. 1884. 
Flour, bbls .._ 104,722 114.376 80,001 86,164 143,457 
Grain, bu....5,934.465 3,999,384 910,937 2,231,975 2,215,402 


Including flour, the exports were larger than last year, as 
wellas 1882, but very much less than in 1880 and 1881. They 
are the largest exports for five weeks. 

The exports from Sept. 1 to May 31 have been : 






1884. 1883. Decrease. P.c. 
Flour, bbls ....... 5,786,656 7.127.895 1,341,239 18.8 
Wheat, bu . 34,252,062 7,080, 22,828,302 40.0 
Corn, bu.... . 30,485,529 32,954,910 2,469,081 7.5 


Including flour, the decrease in wheat exports amounted to 
28,850,000 bushels, while the crop from which these exports 
were made was 84,000,000 less. 

San Francisco wheat exports for the eleven months of the 
California crop year from July 1 to May 31 were as follo~s, 
flour in barrels and wheat in bushels, flour being reduced to 
wheat in the totals: 


1883-84 1882-83. Ine. or Dec. P. c. 
eet int cds 1,195,961 958,269 I. 237,692 24.3 
Whats... 202 ee 18,411,693 23,580.207 D.5,168/414 21.9 
Total, bushels.,...... 24,391,598 28,371,552 D.3,980,054 14.0 


Exports of California barley by sea for the eleven months 
to May 31 were 246,254 centals, against 214,223 centals 
last year, an increase of 32,031 centals, or 15 per cent. 


Coal. 
Anthracite coal tonnages, as given by the weekly state- 
ments of the companies, are reported as follows for the five 
months ending May 31, the tonnage in each case being only 
that originating on the line to which it is credited: 





1884. 1883. Ine. or Dec. P.c. 
Phila. & Reading........ 3,722,548 4,583,942 861,394 18.8 
Northern Central, Sha- 
ee 389,835 485,690 D. 95855 19.8 
Sun., Haziton & W.-B... 119,133 52,157 I. 66,976 128.0 
North & West Branch..... 35,910 217.838 I. 148,102 67.9 
Pennsylvania (anal ... 95,951 105.709 D. 9,75 9.2 
Pennsylvania & N. Y..... $1,665 80,346 I. 1,319 1.6 
Lehigh Valley............ 2,260,638 2.333.157 D. 72.499 31 
Del.. Lacka & W...... 1,886,155 1,833.829 I. 52,326 2.9 
bel. & Hudson Can. Co...1,404.442 1,457,732 D. 53.290 36 
Pennsylvania Coal Co.... 462.011 507,325 D. 45,314 8.9 
State Line & Sullivan.... 34,352 25,062 I. 9,290 427.1 
Total anthracite....... 10,822,670 11,682,767 D. 860,097 7.4 


The tonnage of the New Jersey Ventral is included in that 
of the Reading in both years, for comparison. 

The total tonnage reported to the corresponding date for 
eight years has been as follows: 


1884 » PEP EMD. 0.5 cs aseccdcascce 8,528,549 
na POT po 8, 9,299,850 
BOGE 5 is\cac se aeteaen EAD nc cccnsasae secie 5,325, €81L 
1881 PTT SOOT one. ne csccencaes 7,696,479 


Notwithstanding the decrease from last year, this year’s 
tonnage is larger than that of any year previous to 1583. 
The decrease will continue during this month and very prob- 
ably during most of the current year. 

Bituminous toonages for the five months ending May 31 





are reported as follows: 
1884. 1883. Ine. or Dec. P.c. 
Barclay R.R. & Coal Co.... 143,944 139.920 1. 4.024 2.9 
Huntingdon & B-oad Top... 81,237 85,500 D. 4,263 5.0 
Cuombertand, all lines ...... 1,027,514 890124 IL. 137,390 15.4 
Bellefonte & Suow Shoe.... 80,842 104,765 D. 23,923 22.8 
Karthaus District, Pa. K.R.. a ee I, Co ee 
Clearfield . . “ie ..1,261,136 1,152,756 I. 108,380 90.4 
Mountain District, Pa. R.R. 154.674 199,695 D. 45,021 22.5 
West Penna, R.R......... . 121,418 201,206 D. 79,788 39.7 
Southwest Penna. RR ..... 68,835 49,321 I. 19,4514 3.9 
Foun eee: nat 587,874 D. 102,593 17.4 
Monongahela D.. P. R.R.... 5,119) . 
Pittsburgh D., P.RR....... 119/588 ; 203,107 D, 18,400 9.1 
Total bituminous.... .3,616,319 3,614,268 I. 2,051 0.1 


The Karthaus District isa new one in the Snow Shoe 
field, recently opened by the branch of the Pennsylvania 
Railroad from Keating. 

Coke tonnages for the five months ending May 31 are re- 
ported as follows : 


1884. 1883. Ine. or Dee. P.c. 
Bellefonte & Snow Shoe ..... 8,732 8.408 I. 324 3.9 
Mountain District, Pa.R.R... 55,254 47,693 I. 7,562 154 
West Penna. R.R............- 24,504 45,639 D. 21,135 46.0 
Southwest Penna. R. R....... 930,625 843,023 I. 87,602 10.4 
zee on og panama Lakae 84,485 99,762 D. 15,277 15.3 
onongahela | ‘ 
Pittsburgh ra. BR, R...: 34,323 331 I. 33,902 .... 
Connellsville, via Pa. R. R. .. 149,497 267,257 D.117,760 44.1 
Tctal coke... .........+00+- 1,287,420 1,312,113 D. 24,693 1.9 


These tonvages are all over the Pennsylvania Railroad 
and its branches, the other coke roads making no reports. 

The coal tonnage of the Pennsylvania Railroad Division 
of the Pennsylvania Railroad, for the five months ending 
May 31 was as follows: 





1884. 1883. Inc. or Dee. Pc. 

Coal........ pir bos ...4,107,616 3,646,630 I. 460,986 12.6 
Ge. oo ee 1.272,967. 1.312.113 D. 39.146 3.0 
Pons: 2. TR 3,380,583 4,958,743 I. 421,840 85 


This includes all tonnage, whether mined on the line or 
received from other lines, The total tonnage for May (four 
weeks,) was: Coal, 795,587 ; coke, 255,855 ; total, 1,051,392 





tons. The small reduction in coke and the large increase in 
coal are somewhat surprising, when the condition of the 
iron trade is considered. 

The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the five months ending May 31 
was : 








1884. 1883. Inc. or Dec. P. c. 
Coal Port for shipment.. 22,898 31,183 D. 8,285 27.0 
S. Amboy for shipment. .251,36 311,686 D. 60,322 19.3 
Local points on N. J. divs 327,836 D. 3,64 a 
Co.'s use on N, J. divs.... 61,657 I. 14,692 23.7 


ED Geenvecs ct ccceanes 674,798 732,362 D. 57,564 

Of the total this year 558,952 tons were from the Lebigh 
region and 115,846 tons from the Wyoming region. | This 
tonnage is not included in that of the Pennsylvania Railroad 
Division, given elsewhere. 

Actual tonnage passing over the Pennsylvania & New 
York road for the six months of its fiscal year, from Dec. 1 
to May 31, was: 





1884. 1883. Increase. P.c. 

Anthracite. ........... .... 593.485 533,004 60,481 11.3 
Bituminous ........ . 173,811 172,776 1,035 0.6 
SEER RR 767,206 705,780 61,516 8.7 


The larger part of the anthracite is received from the 
Lehigh Valley Railroad, of which this road is an extension. 

San Francisco coal receipts in May were: Pacific Coast, 
43,965; Eastern, 705; Australian, 5,182; English, 4,692; 
total, 54,044 tons, against 40,500 tons in May, 1883, an in- 
crease of 14,544 tons, or 34.7 per cent. 


Cotton. 


Cotton movement for the week ending June 6 is reported as 
follows, in bales: 


Interior markets; 1884. 1883. Inc. or Dec. P.c, 
ere _ 5,854 12,942 D. é 54.5 
Shipments............. 13,919 21,695 D. 7.776 35.4 
Stock, June 7 ....... : 56,106 105,926 D. 49,817 47.0 

Seaports : 

OS ere 12,854 25.456 D. 12,602 49.4 
Exports......... cae 13,673 51.014 D. 37,341 73.2 
Stock, June 7 ......... 459,707 451,578 I. 8,129 18 


The total movement from plantations, or cotton brought 
into market, forthe crop year from Sept. 1 to June 7 is 
estimated at 5,613,299 bales, a decrease of 1,251,042 bales, 


or 22.5 per cent. 
Traffic Notes. 


The importance of the iron interest to the railroads is shown 
in the spirited contest recently waged for the business of the 
Thomas Iron Co. by the Delaware, Lackawanna & 
Western Railroad, the Lehigh Valley Railroad and the 
Reading Railroad. For some time the Thomas Iron Co. has 
been distributing its business among all these roads. One 
of them was desirous of having the entire business, and 
made a low bid on condition of receiving the whole of 1. 
This precipitated a lively struggle for the heavy traffic of 
the iron company, with the result in favor of the Lebigh 
Valley Railroad, whose bid is understood to be $100,000 
under the annual charges hitherto paid to the roads collec- 
tively, which amounted in some years to over $400,000. 

The Fitchburg Railroad Co. has leased 100 cars from the 
Fastman Freight Car Heater Co., provided with its patent 
heating and ventilating arrangementr, and will use them 
for carrying fruit. 








OLD AND NEW ROADS. 





Atlantic & Pacific.—The through California line over 
this road which was interrupted by the partial destruction 
of the bridge over the Colorado River was reopened June 7. 
The temporary pile bridge will not be rebuilt, but the cor- 
struction of a permanent truss bridge has been begun, and 
until it is finished the transfer across the Colorado will be 
a by ferry. Sleeping cars run through to the Colorado 

iver. 


Baltimore & Ohio.—The Baltimore Day says: ‘‘Some 
day in the not very distant future Curtis’ Bay (which, 
through tbe completion of the Baltimore & Ohio’s branch, 
has been brought within a few minutes’ ride from Camden 
station) will be a great coul shipping point, ranking with 
the largest in the country. The improvements completed 
and under way indicate that the railroad company expects 
to do an immense business from that point. The first 
of a series of wharves has been completed, and it is cousid- 
ered a model for durability and general excellence of con- 
struction. Its dimensions are 700 ft. in length by 100 ft. 
wide. There isa uniform depth of 26 ft. of water at low 
tide. At high tide there are, of course, several feet more. in 
building the wharf piles of Georgia pine, placed close 
together, were driven 60 ft. into the bottom of the 
bay. These were bolted together and overlaid with 6 
in. of flooring. Then oyster shells were deposited 
to the depth of 7 ft., and above all there is a 
thick coating of sand, dredged from the bottom of 
the bay. Thecorners of the wharf are amply protected 
against injury should they be struck by any vessel. A bulk- 
head 2,000 ft. long and 100 wide, to be used asa basis for 
the construction of other wharves, is well under way. The 
ride from Camden station to Curtis’ Bay is delightful, and 
with the completion of a Y about five miles from the city 
the time will be reduced nearly or quite one-fourth. Strange 
as it may seem, although the ride is but 10 miles, a more 
charming or more extensive view of the city can hardly be 
had under any circumstances. Leaving Camden station the 
train passes along the southern border of the city until it 
reaches the extreme western limits, then a detour is made to 
the southeast until Curtis’ Bay is reached. In this way a 
most beautiful view of nearly the entire city is obtained, 
and being distant but two or three miles the many objects 
of interest are plainly discernible. The trestle bridge by 
which the Patapsco is crossed is a fine structure. The draw 
is quite novel and the plan is the invention of Mr. C. McLane, 
Superintendendent of bridges and water stations of the ; 
Baltimore & Ohio road. It is arranged to raise instead of 
to swing around, thus doing away with a frequent cause of 
disaster and loss of life.” 


Boston, Concord & Montreal.—It is stated that the 
terms of the lease of this road to the Boston & Lowell Co. 
are that the lessee is to pay as rental 25 per cent. of the 
gross receipts of the road with a guarantee thut this amount 
shall be sufficient to pay 6 per cent. dividends on the pre- 
ferred stock, the rental of the Pemigewasset Valley road 
and the interest on the funded debt. The amount required 
by these payments will be a little over $250,000 yearly. 
The gross earnings of the road for its last fiscal year were 
$940,492, so that 25 per cent. of this amount would be very 
nearly sufficient to meet the required payments. 


Boston Elevated.—The application of the Meigs Ele- 
vated Railroad Co. to the Railroad Commissioners for the 
certificate required by law andy the charter of that com- 
pany was heard in Boston, June 6. lt was expected that 
there would be much opposition, but no arguments were 
beard against.the company’s application. After hearing the 
statement of the company and receiving a petition of a num- 
ber of citizens of Cambridge, the Commissioners made the 





necessary order that public convenience and necessity re- 
quired the construction of the road from Boston to Cam- 
bridge, and authorizing the location and construction of 
said railroad, or so much of it as is within three miles of the 
State House at Boston. 

The road is to be built on the Meigs single-rail plan, and 
is to be operated by steam locomotives. It is said that the 
stock of the company has been taken to the amount of 
$200,000, and that work will be begun as soon as the road 
is located. It will be necessary, however, to obtain the con- 
sent of the city authorities to the final location of the rvad, 
and also the permission of the Harbor Commission to cross 
Charles River by bridge. 


Boston & Lowell.—The directors of this company have 
issued the following circular to the stockholders : 

‘*Your directors have called a special meeting of the 
stockholders of tbis corporation for June 12, 1884, for the 
purpose of ascertaining what action shail be taken upon a 
lease of the Northern Railroad, the Boston, Concord & Mon- 
treal Railroad, and roads operated and controlled by them, 
for 99 years, from June 1, 1884. It is proper that some of 
the reasons which have induced the board to this action 
should be presented, to enable the stockholders to properly 
understand what is, in its judgment, required for the pro- 
tection and subsequent development of your property. Your 
road furnishes the natural terminus for the traffic of the 
central New Hampshire and Vermont railroads, and through 
them of the great system of Canadian railways controlled by 
the Grand Trunk and Canadian Pacific railroads. To retain 
the traffic of these roads it has been obliged to make large 
‘nvestments for terminal facilitles, and ‘there is now 
pressing need of a further outlay in order to  prop- 
erly provide for a business which must otherwise seeka 
different channel to market. Fora road having no control 
of mileage sufficient to support in itself these terminals, 
your directors felt that the expenditures in this direc- 
tion have already been more liberal than were warranted, 
and to properly protect and secure such investments it 
has become desirable to secure against any contingency of 
diversion the business of such of our northern connections as 
can be secured upon such reasonable terms as would not 
place any additional burden upon your property. Thisend, 
we believe, will be accomplished by the leases to be submit- 
ted for your approval, and you will not only be relieved 
from all danger of a diversion of the business necessary to a 
proper utilization and support of the investments you have 
already made in terminals, but will gain from any increase 
in business and from the economies resulting from the union 
of two competing lines and their operation in connection 
with your own property as one road having a common in- 
terest.” 

The Boston Advertiser says: ‘‘Rumors are put forth in 
Concord, said to be inspired by the Concord railroad people, 
that company being hostile to the pending contracts—to the 
effect that the proposed consolidation is due to the Grand 
Trunk, which is desirous of having a through line from 
Chicago to Boston. But there is the best authority for pro- 
nouncing this incorrect. The Grand Trunk already has the 
full benefit of the line, and desires nothing more except ad- 
ditional terminal facilities, which the Boston & Lowell will 
give if they can secure sufficient mileage in their system to 
justify the outlay. The Grand Trunk is a valuable feeder 
to these roads, and it is for their interest to induce it to be- 
come moreso. But it does not aspire to their ownership or 
control; and moreover, its English proprietaries have not 
authorized the directors to enter upon a policy of extension 
in the United States. The interest which it acquired 
in the Central Vermont was a necessity, forced upon it 
as the only means available for the collection of a large bal- 
ance, amounting to about three-quarters of a million. No 
such necessity exists or is likely to exist in the case of the 
lower roads: Besides, neither the Boston & Lowell nor the 
Boston, Concord & Montreal would desire to take in a part- 
ner, or take on a master whose interest it might be to ex- 
clude the traffic of the Canadian Pacific, which now comes 
via the Southeastern and the Passumpsic to the Boston, Con- 
cord & Montreal, and thence on to Boston. So the Grand 
Tru: k talk isa bugbear. The Boston & Lowell, being the 
natural terminus of two great systems, can best protect itself 
and accommodate them and the public, if it can control the 
branches through which the traffic comes, or from which it 
may be easily diverted.” 

The terms of the Northern lease are understood to be 5 per 
cent. on the stock ; that company has no funded debt. The 
terms of the Boston, Concord & Montreal lease are a rental 
of 25 per cent. of the gross earnings, with a guarantee that 
tbe amount shall be equal to all interest charges and 6 per 
cent. on the preferred stock. Tbe minor roadsare taken. for 
the interest on their funded debts. 


Bridgeton & Saco River.—At the annual meeting in 
Bridgeton, Me., June 5, the report presented showed that 
the earnings of the road for the eight months during which 
it was operated in 1883, were $1. ,513, the expenses $9.978, 
leaving the net earnings $2,535. The bonded debt of the 
company is $80,000 and there is a floating debt of $20,000. 
The total cost of the road and equipment was $192,049. 


Cape Fear & Yadkin Valley.— Work is now in prog- 
ress on the grading of the extension of this road from 
Greensboro, N. C., northwest. A large number of convicts 
are emploved on the cuts near Germanton, and the expecta 
tion is that the road will be completed to Dalton by fall. 
Contracts have been let for the grading of the southern ex- 
tension of the road from Shoe Heel, N. C., to Bennettsville, 
S. C., the work to be done by fall. Mr. P. Allcott, of Clarks- 
ville, Va., bas taken the contract from Shoe Heel to the 
Soutb Carolina line. 


Chesapeake & Ohio Canal.—At the annual meeting 
in Annapolis, Md., June 2, it was voted that the salaries of 
all officers be reduced 10 per cent., and that such other re- 
ductions in expenses be made as may be possible, consistent 
with an efficient administration of the canal. The election 
of directors and officers was postponed to the first Monday 
in December next. 


Chicago, Burlington & Quincy.—This company’s 
statement for April and the four months ending April 30 is 
as follows: 

-—-Four months —-— 





1 1883, 1884, 1883. 
Earnings.......... $1,832,450 $1,824,129 $7,557,712 $7,457,415 
Expenses......... 1,187,247 1,166,612 4,234,112 %,902,311 
Net earnings.... $645,203  $657.517 $3,323,600 $3,555,104 
Per cent. of exps.. 64.8 64.0 56.0 52.3 


For the four months this gives an increase of $100,297, or 
1.3 per cent., in gross earnings, with an increase of $331,- 
801, or 8.5 per cent., in expenses, and a consequent decrease 
in net earnings of $231,504, or 6.5 per cent. 

The branch of the Burlington & Missouri River line from 
Aurora, Neb., west to Grand Island is completed and has 
been opened for business. Regular passenger trains began 
to run to Grand Island June 9. This branch is 21 mileslong 
and is in Union Pacific territory. 


Chicago & Northwestern.—At the annual meeting in 
Chicago, June 6, a statement was presented showing that the 
gross earnings for the year ending May 31, the month of 
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May being estimated, would amount to $25,001,044, and 
the net earnings, after deducting all charges for the year, 
including interest, rentals and sinking funds, would amount 
to something over 9 per cent. on the preferred and common 
stock. 

The agreement for the purchase of the leased lines in Iowa 
was brought up and formally disposed of, a unanimous vote 
being cast in favor of the purchase, which will be completed 
as soon as the necessary legal formalities can be finished. A 
special meeting will be held June 26 to authorize the issue 
of additional common stock and the new bonds required by 
the agreement. 


Chicago, St. Paul, Minneapolis & Omaha.—Work 
has been begun upon the Bayfield fransfer road, which is 
to extend from the line of this roadin Bayfield, Wis., north- 
ward three miles along the bay shore, reaching deeper water 
and better dock facilities. 


Columbus & Cincinnati Midland.—The grading of 
this road is now nearly completed and tracklaying has been 
begun. It is torun from Columbus, O., southwest to Clinton 
Valley on the Cincinnati, Washington & Baltimore road, a 
distance of about 65 miles. Itis a cross-cut or connecting 
line from the main line of the Baltimore & Ohio to the Cin- 
cinnati, Washington & Baltimore, completing a direct con- 
nection by that road between Pittsburgh and Cincinnati. It 
is built and is controlled in the interest of the Baltimore & 
Ohio. 


Connotton Valley.—The bondholders of this company 
continue to give in their assents to the plan of reorganiza- 
tion. Some of the larger bondholders, regarding whose 
assent some doubt was felt, have signed the agreement, and 
itis thougbt that the two-thirds necessary to make the 
agreement effective will be secured this week. The Receiver 
has recently issued $20,000 additional certificates for the 
purpose of paying the amount due under equipmevt con- 
tracts. 


Cresson, Clearfield & New York.—Work bas been 
begun on thisroad near Flynnsboro, Cambria Sounty, Pa.. 
with a small force, which the contractors promise will be in- 
creased shortly. 


Denver & Rio Grande.—The answer of this company 
in the suit of the Denver & Rio Grande Western Co. against 
the Denver & Rio Grande has been filed in the Circuit 
Court at Salt Lake, Utah. Its answer alleges that the con- 
tract between the two roads was drawn by Messrs. Palmer, 
Dodge, and others, who were acting as officers and counsel 
for both companies, and that it was drawn entirely in tbe 
interest of the Denver & Rio Grande Western Co. and that 
its terms were known to only a few of the stockholders of 
the Denver & Rio Grande. The answer claims further that 
the parties bad no right or authority to insert the section 
providing that Dodge should remain Manager of the West- 
ern road, and that this provision was inserted in order to 
provide a place for him and others in the expected case of 
their removal from their positions. They also allege that 
the terms of the lease were violated by the Western Co. in 
that the road was not turned over in the condition agreed 
upon (in good running order and fully equipped for business), 
and that the Western road was incomplete and in bad order, 
and possessed nothing beyond a little equipment which had 
been used in construction, so that to put the road in proper or- 
der for operation, the Denver & Rio Grande Co. had been 
obliged to experd over $800,000 of itsown money. It is 
also charged that Dodge has managed the Utah lines in such 
a way as to cause a heavy loss to the lessee and that he bas 
increased the expenses to an exorbitant amount, and that if 
bis claim is sustained, he can, if so disposed, run the line at 
such an expense and prescribe such tariffs as will make the 
road a continual source of loss to the lessee. The answer 
also claims that the contract and lease was, in‘any event, 
only provisional and temporary, and that it was intended 
tbat it should be superseded by a consolidation of the com- 
panies, but while necessary legal authority bas been ob- 
tained no steps have been taken to complete such consolida- 
tion. For the reasons alleged defendants ask a decree to 
the effect that the lease is illegal and oppressive ; that the 
Court direct the indebtedness to be judicially ascertained, 
and that the Denver & Rio Grande Co. be placed in full pos- 
session of the leased road, and that a reasonable rent be fixed 
by order of the Court. 

This company’s April statement gives the following figures 
for that month and the four months eadingApril 30: 








-April.———-.___ --—-Four months ---— 

1884. 1884. 1884. 1883. 
Earnings......... $549,885 596,53L $1,881,961 $2,066,407 
Expenses....... 444,990 335,641 1,652,52% 1,344,146 
Net earnings .. $104,895 $260,890 $229,438 722,261 
Per cent. of exps.. 380.9 56.2 87.8 55.0 


This shows for the four months a decrease in gross earn- 
ines of $184,446, or 8.9 per cent.; an increase in expenses of 
$308,377, or 22.9 per cent., and a resulting decrease of $492- 
822, or 68.3 per cent. in net earnings. The decrease in earn- 
ings,and increase in expenses are partly due to loss of coal and 
coke traffic and partly to the great severity of the past 
winter in Colorado. 


Duluth & Iron Range.—tThe section of this road from 
Two Harbors, Minn., northward to Tower, the terminus on 
Vermillion Lake, is now approaching completion. The whole 
distance from Two Harbors to Tower is 68 miles, and on 
this track bas been laid for 46 miles and the grading com- 
pleted on about 20 miles more. All the rails for the road 
are on the ground, and it is expected that it will be com- 
pleted by the beginning of August. As soon as the track is 
laid shipments of iron ore will be begun from the mines of 
the Minnesota Iron Co. at Tower, as that company has had 
a force engaged on its mines for some time past. The com- 
pany bas 11 locomotives and 350 ore cars ready for use. 
The work on this section bas been pushed in order to enable 
shipments to be made by lake this season. As soon as it is 
completed, work will be begun on the 27 miles from Two 
Harbors to Duluth. 


Duluth & Manitoba.—This company has filed articles 
of incorporation in Minnesota to build a railroad from a 
point on the Northern Pacific in Becker County, northward 
by Red Lake Falls to the northern boundary of the state, 
with a branch line from the main line in Polk County by 
way of Crookston and Fisher’s Landing, to some point on 
the Red River, this branch to be extended through Dakota 
to some point on the Manitoba line: The office of this com- 
pany is to be in St. Paul, Minn., and the capital stock is fixed 
at $2,000,000. 


East Tennessee, Virginia & Georgia.—This com- 
pany’s statement for April and the ten months of its fiscal 
vear from July 1 to April 30 is as follows : 


pril.— + -—-—Ten months. 
1884 1883. 














“ > 1883-84 1882-83. 
Earnings .......$291,519 $272,322 $3,569,992 $3,188,701 
Expenses ....... 193,345 183,804 2.058,794 2,021,035 
Net earnings.. $98,172 $88,518 $1,511,198 $1,167,636 
Per cent. of exps. 66.2 67.6 57.7 63.3 


For the ten months this shows an increase of $381,291, or 
12.0 per cent., in gross earnings, with an increase of $37,- 
729, or 1.8 per cent., in expenses, and a resulting gain in net 


earnings of $343,562, or 29.4 per cent. The total net earn- 
ings in the whole of the fiscal year 1882-83 were only $1,393,- 
052, so that in the 10 months of the current year this has 
already been exceeded in the sum of $118,146, with two 
months still to add. The payments for interest last year 
(not, of course, including anything on the income bonds) 
aggregated $1,383,307. If the charges should prove no 
larger the present year, the above earnings would be more 
than sufficient to meet it. 


Fargo Southern.—The tracklayers working from 
Ortonville at the southern end of this road have reached 
Graceville, Minn., 20 miles north of the starting point. The 
new track is being ballasted as fast as possible. On the 
northern end of the road the tracklayers at latest accounts 
had reached Fairmount, 15 miles south of Wahpeton, Dak. 
Contracts have been let for a freight station and round- 
house at Fargo and also for other buildings along the road. 


Fitchburg.—This company has begun work in replacing 
the rails now in use on the main line between Boston and 
Fitchburg with 75-lb. steel rails. This division is now laid 
with steel, but the rails weigh 60 Ibs. to the yard only. The 
lighter rails taken b from the main line will be used on the 
branches of the road in replacing the small amount of iron 
which still remains. Contracts for a large amount of the 
heavy rails have already been let, and the work of laying 
them will be commenced in a week or two. On the western 
end of the line the second track is nearly completed to the 
Connecticut River, the only unfinished section being the five 
miles from Wendell to Erving, three miles of which is nearly 
completed. The section from the Connecticut River to 
Greenfield will be finished this fall, thus completing a double 
track from Boston to North Adams. The wooden bridge at 
Orange has been replaced by an iron one and tbree more iron 
bridges on the western end of the line will be put up as soon 
as possible. Work on the new bridge over the Connecti- 
cut is going forward steadily, one abutment being nearly 
finished and the other well advanced. 

The company has recently bought two very heavy passen- 
ger engines for use on the fast trains, and bas also built a 
number of new passenger cars, making au important addi- 
tion to its equipment. Several new stations are in progress 
at various points on the lineand a number of minor im- 
provements are being made. The company recently pur- 
chased a large tract of land in Watertown with a view of 
building new repair shops there, but this has not been finally 
decided or. 


Franklin & Megantic.—Work has been b2gun on the 
grading of this road which is to run from the Sandy River 
road at Strong, Me., northward through New Portland and 
Kingfield, a distance of about 18 miles. The company ex- 
pects to have the road completed as soon as possible, in order 
to accommodate the sporting travel and the movement of 
lumbering supplies into the region penetrated by the road, 
next fall. The line will reach a large tract of lumber yet 
untouched, besides passing through a very beautiful country. 
Mr. Charles H. Sawyer, of Bangor, Me., is the contractor. 
The engineering work is in charge of Mr. Frederic Danforth, 
of Gardiner, Me., with O. H. Trippe and J. L. Colcord as 
assistants. 


Georgia Pacific.—The Central Division is now com- 
pleted to Patton Mine, Ala., 7 miies eastward from the late 
terminus at Alta and 72 miles from Columbus, Miss. Work 
is now progressing actively upon the gap between this ter- 
minus and Birmingham. 


Girard & Northern.—This company has been organ- 
ized at Girard, Kan., to build a railroad from that place 
northward fbrough Salina to Hallenberg in Washington 
County, a distaece of about 220 miles. 


Grand Trunk.—The following statement for the four 
months ending April 30 is published in London : 


1884. 1883. Inc. or Dee = P.c. 

Harnings............. £1,065,.276 £1,183.060 D. £117,784 9.9 

ee 806,315 891,28. D. 84.9656 9.5 

Net earnings...... £258,961 £291,779 D. £22,818 11.2 
Per cent. of exps 7.7 75.3 L Pe 


For the two proprietary lines west of Detroit the follow- 
ing statement is made : 


—Chi. & Gd. Trunk. —Det.. G. H. & Mil.— 


i884. 1883. 1884 1883, 
Earnings...............£202,620 £189,524 £74,068 £85,817 
ee errreee 169,296 151,223 60,856 67,723 

Net earnings....... . £33.32: £38,301 £13,212 £18,094 
Per cent. of expenses. . 83. 79.6 82.2 78.8 


The Chicago & Grank Trunk thus shows an increase of 
£13,096, or 6 9 per cent., in grossfearnings; but a decrease 
of £4,977, or 13.1 per cent., in net earnings. The Detroit, 
Grand Haven & Milwaukee had a decrease of £11,749, or 
13.6 per cent., in gross earnings, and also a decrease of 
£4,882, or 27.1 per cent., in net earnings. 


Greenwood, Laurens & Spartanburg.—At a 
meeting of the board held in Greenwood, S. C., May 28, the 
contract made with President Raoul, of the Central Railroad 
of Georgia, was ratified. Uader this contract the control of 
the road is transferred to the Central and work is to be 
pushed on it by the new owners. The work on the grading 
and bridging is already well advanced and contracts have 
been let for the necessary ties and rails. The intention is to 
complete the road from Greenwood to Spartanburg this 
year. 


Housatonic Rolling Stock Co.—The suits instituted 
by certain stockholders of toiscompany against John Hurd, 
its President and Treasurer, for an accounting, bave been 
withdrawn. June 7 the committee of investigation, of which 
D. N. Morgan, of Bridgeport, Conn., was chairman, reported 
that the affairs of the company were fouud in better condi- 
tion than had been expected. There are 960 holders of 27,- 
400 shares. The company had, on May 27, 1884, 1,644 
box freight cars, and in uncollected earnings and cash about 
$38,000, The outstanding indebtedness of the association 
amounts to a trifling sum. The board of trustees met June 7 
and elected H. C. Cogswell Treasurer, in the place of Jobn 
Hurd, who resigned. 


Houston, East & West Texas.—Surveys have been 
completed for the extension of this road in Louisiana from 
Shreveport to the Sabine River at Logansport. Contracts 
will be let shortly for the grading. 


Illinois Central.—The new contract with Pullman’s 
Palace Car Co. has been completed and signed. The con- 
tract runs for 15 years and under it the Pullman Company 
will have the entire sleeping car service over the Illinois 
Central lines. The company has heretofore run its own 
sleeping cars. 


Intercolonial.—A new building has been completed at 
Moncton, N. B , for the general offices of the road, waich is 
said to be the finest building for that purpose in Canada. It 
is of brick, 177 by 58 ft., and three stories high, with a 
tower in the centre of the front projecting 20 ft. above the 
roof. It faces the railroad near the nger station, and 
is architecturally a very ornamental building. The interior 





arrangements are excellent and all the offices are finished in 


very handsome style. The building has been made as nearly 
fireproof as possible and abun provision has been made 
for heating and ventilation. It has cost about $85,000, and 
will be occupied by the general officers of the road and their 
assistants bv July 1. It takes the place of an oldand smaller 
building which was destroyed by fire some time ago. 


Lake Superior Terminal & Transfer Co.—This 
company bas filed articles of incorporation in Minnesota to 
build a railroad from Duluth to the Wisconsin line, and also 
to build numerous branch lines, the object being to establish 
connecting and transfer lines between the roads baviog their 
termini in Duluth and other points in St. Louis County, 
Minn. The articles, as filed, provide for 30 miles of main 
line and about 100 miles of branches. The office will be in 
Duluth, Minn., and the capital stock is fixed at $1,200,000. 
lt is said that che new organization is an independent one, 
having no connection with any other company. 


Louisville & Nashville.—This company makes the 
following statement for April and the ten months of its fis- 
cal year from July 1 to April 30: 





April -——-Ten months, —_—- 

1884. 1883. 1883-84. 1882-83. 

Earnings......... $1,125,291 $947,450 $12.162,642 $11,082,862 
Expenses........ 766, 598,578 7,504,579 6,884,280 








Net earnings... $358.295 $348 872 
Per cent. of exps. 68.2 63.2 

For the ten months this gives an increase in gross earn- 
ings of $1,079,780, or 9.7 per cent, with an increase in ex- 
penses of $620,297, or 9.0 per cent., and a resulting gain of 
$459,483, or 10.9 per cent., in the net earnings, making a 
very good showing. 

It is understood that a number of the directors have 
tendered their resignations, which will be accepted as soon 
as arrangements have been completed for an entire reorgan- 
ization of the board. How soon this will be made is uncer- 
tain. It is also stated that Mr. H. Victor Newcomb, 
formerly President of the company, has been asked to 
resume that position, and that he has the matter under 
consideration. No official statement of any kind has been 

ublshed of the amount of the floating debt or of the 
iabilities incurred by the company for Mr. Baldwin’s 
operations while President; and in the absence of such a 
statement a great many rumors are current, some of them 
putting the floating debt as high as $5,000,000. It is not at 
all probable that this amount is a correct statement, 
but from the silence of the managers it is inferred that 
the company basa larger debt than they are willing to 
admit, and that its present embarrassments are Serious. 
The statement given above shows that the business of the 
road has been very good notwithstanding the short cotton 
crop, which must bave affected its traffic to some extent, 
and that with proper management there is no reason why 
it should be in an embarrassed condition. 

The latest statement is that the reorganization of the 
board has been postponed until the representatives of the 
large amount of stock held abroad can be consulted. Presi- 
dent Rogers has resigned absolutely and Vice-President 
Smith has been chosen in his place. 

A proposition has been made to issue colJateral trust _ 
bonds to an amount sufficient to fund the floating debt, but 
it is doubtful whether such bonds could be sold well just 
now. The company has no large amount of interest falling 
due until October next. 


$4,65°,063 $4,198,580 
6L.7 62.1 


Louisville, New Orleans & Texas.—On the northern 
end of this road the track is now laid to Clarksilale, Miss., 75 
miles south of Memphis, and work is progressing steadily 
southward to meet the tracklaying parties whoare work- 
ing northward from Vicksburg. 


Madison & Lexington.—This company has been or- 
ganized to build a railroad from Madison, Ind., southeast to 
Lexington, Ky., about 60 miles. The projected line in- 
cludes a bridge over the Ohio River at Madison The road 
is intended to be part of a through projected line from 
Aiken, 8. C., to Chicago. 


Manhattan.—It is announced that a plan for the settle- 
meut of the difficulties between this company and the 
Metropolitan Elevated Co. has been agreed upon by com- 
mittees representing the two companies. The plan has been 
ratified by the board of directors of the Manhattan, the 
Metropolitan and the New York Elevated companies, and 
will be snbmitted to the stockholders of the respective com- 
panies as soon as it can be examined and properly passed 
upon by the counsel of the companies. By this plan the 
three companies are to be merged into one, the Mauhattan 
Co., whose capital stock shall be $26,000,000—that is, an 
amount equal to the stock of the three companies combined. 
In the consolidation, however, the New York Elevated stock 
is to be put in at 120, Metropolitan at 110, and Manhattan 
at 85. All outstanding bonds of the New York and the 
Metropolitan companies are to be assumed by the consoli- 
dated company, and it is agreed that the consolidated com- 
pany shall pay the expense incurred in the prosecution of 
the Metropolitan suits. The plan also provides that before 
the consolidation is completed the Metropolitan stockholders 
are toreceive 15 per cent. in cash to represent their claim 
for accrued and unpaid dividends. After the consolidation 
dividends are to be paid at the rate of 6 per cent. yearly for 
three months, and after that time at the rate of 8 per cent., 
provided the earnings admit of it, as it is expected they 
will. 

Meetings of the stockholders of the Manhattan and the 
New York Elevated companies are called for June 14, to 
ratify this plan of settlement. The notice of each company 
reads that the meeting of the stockholders is to take into 
consideration the relations between the three companies, tu 
vote upon a proposed merger agreement between the three 
companies, and to take measures and action in relation to 
the former agreements, and adopt such measures as the 
stockholders may deem best to the interest of the company. 
A meeting of the Metropolitan stockholders will be held 
later, the time not being yet fixed. 


Mexican Central.—At an adjourned meeting of the di- 
rectors in Boston, June 5, the committee appointed to con- 
sider the question of payment of the July interest was not 
ready to report, and no action was taken. It is understood, 
however, that the subject was pretty thoroughly discussed 
and a general opinion was expressed that it would be better 
to fund several coupons until such time as the earnings of 
the road equal its interest charges. Another meeting of the 
board will be beld shortly. 


Mobile & Ohio.—This sueeng’s statement for May 
and the eleven months of its fiscal year from July 1 to May 





81 gives the following figures: 
——— May _ ——Eleven Months—— 
1884. 1883. 188:3-84. 1882-83. 
Earnings .......... $146,126 $141,975 $2.14°,234 $2,147.331 
Expenses.......... 125,000 115,062 1.417.803 1,533,916 
Net Earnings.... $21,126 $26.91 $724,431 $613,415 
Perc ent. of Exp'n's 85.6 81.0 66.2 71. 


For the eleven months this shows a decrease in gross earn- 
ing of 35,097, or 0.2 per cent., a decrease in expenses of 
$116,103, or 7.5 per cent., and a resulting increase of $111,- 
016, or 18.1 per cent. in net earnings. 
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Minneapolis & St. Louis.--Winston Bros., of Minne- 
apolis, contractors, have now a large force at work on the 
extension of this road from Redwood Falis, Minn., north- 
west and expect to have the grading done in August. The 
terminus of this extension will be 183 miles from Minne- 
apolis, and it is possible that a further extension of 20 miles 
may be built this season. 


Nashville, Jackson & Memphis.—At a recent meet- 
ing of the directors the location of this road from Nasbville, 
Tenn., by way of Centreville, Linden, Webb’s Landing, 
Lexington, Jackson and Summerville to Memphis was 
adopted. This action was taken, however, on the condition 
that the towns and counties along the line will raise a certain 
amount in cash subscriptions to the stock. Committees 
have been appointed in each county to secure subscriptions. 


New York, Lake Erie & Western —This company’s 
statement for April and the seven months of its fiscal year 
from Oct. 1 to April 80 is as follows, the statement this year 
including 68 per cent. of the gross earnings and all the 
working expenses of the leased} New York, Pennsylvania 
& Ohio road, which was not worked by this company last 
ye"r: 

—-———April.—--—— ——Seven months.——, 
1884. 1883, 1883-84. 1882-83. 
Earnings..... $1,727.484 $1,548,474 $12,702,276 . $11,383,165 


Expenses..... 1,334,969 1,079,503 10,000,401 8,026,528 
Netearnings. $392.465 $468,971 $2.701,875 $3,356,637 
Per ct. of exps. V7.8 69.7 78.7 70.5 


For the seven months th2 result has been an increase of 
$1,319,111, or 11.6 per cent., in gross earnings, an increase 
of $1,973,873, or 24.6 per cent.. in expenses, and a conse- 
quent decrease in net earnings of $654,762, or 19 5 percent. 

rhe earnings of the Erie lines proper, excluding entirely 
the operations of the New York, Pennsylvania & Ohio, are 
given as follows: 


———-—April.—_———.  ———Seven months.-—— 

884 1883. 1883-84. 1882-83. 
Marnings. ..... $1,397,726 $1,548,474 $10.303,923 $11.383,165 
Expenses... .. 958,357 1,079,503 7,375,168 8,026,528 





Net earnings... $434,349 $468.971  $2,928.755  $3,356.637 
Per cent. of ex. 68.6 69.7 716 70.5 

This shows for these lines for the seven months a decrease 
in gross earnings of $1,079,242, or 9.5 per cent , with a de- 
creas? in expenses of $651, , or 8.1 per cent., and a re- 
sulting decrease in net earnings of $427,882, or 12.7 per 
cent. 

From these statements it appears that the 68 per cent. of 
the New York, Pennsylvania & Obio earnings amounted to 
$329,708 for April, and $2,398,353 for the seven months, 
while the working expenses were $376,592 for April, and 
$2.625,233 for the seven montbs, showing a direct loss on 
that road of $46,884 in April, and of $226,880 for the 
fiscal year to the end of April. 

The Toby Branch bas been completed and opened Ffor 
business from Brockwayville, Pa., eastward to Dagus mines, 
a distance of 12 miles. It is owned by the New York, Lake 
Erie & Western Railroad & Coal Co., and extends from 

srockwayville on the Rochester & Pittsburgh road and on 
the Ridgway & Clearfield Branch of the Pennsylvania Rail- 
road, up Little Toby Creek to the mines. 


New York & New England.—tThe second track on 
this road is now completed from Boston to Willimantic, 86 
miles. It is also completed between Vernon, Conn., and 
New Britain, 21 miles. making a total of 107 miles of road, 
which now have a double track. A good deal of work is 
being done on the road west of Hartford, and it is now 
stated that its condition has been very much improved since 
the opening of spring. The Receiver has now paid the full 
amount of the coupons on the first-mortgage bonds which 
matured on Jan. 1 last. 


New York, Philadelphia & Norfolk.—In the United 
States Circuit Court in Philadelphia, June 9, a decreee was 
entered directing satisfaction to be executed upon the mort- 
gage of the old Eastern Shore Railroad, which is now the 
property of thiscompany. Under the agreement by which 
the Eastern Shore road was bought this company pur- 
chased all the stock and offered to purchase all the bonds. 
All of them have now been transferred except one bond for 
$1,000, and a number of coupons which have not been pre- 
sented and whose owners cannot be found. Under the de- 
cree the company deposits $4,000 with the court to pay 
these bonds and coupons, should the owners at any time pre- 
sent them, and the mortgage is fully discharged. 


New York, West Shore & Buffalo.—In New York, 
June 9. application was made by counsel of the United 
States Trust Co., as trustee under the first mortgage, to the 
New York Supreme Courf’for the appointment of receivers 
for the property of this company. 

This action has been expected for some time. - The appli- 
cation was made to Judge Brown at Newburg, and was 
granted, no opposition being made, and the Court appointed 
ex-Judge Horace Russell of New York and Theodore Hous- 
ton (Vice-President of the company) as receivers. 

The necessary bonds were filed, and they have taken 
formal possession of the company’s property. On the same 
day a concurrent bill was filed in the United States Circuit 
Court in Trenton, N. J., and that Court granted the petition 
and appointed the same receivers for the property of the 
company in New Jers+y. The application was made in the 
nature of the commencement of a suit for foreclosure which 
is based upon the fact that part of the January coupons on 
the first mortgage bonds were not paid. As before stated, 
this application was not unexpected, and was made at tie 
present time for the reason that the company has not the 
necessary funds to pay the July coupons on the bonds, and 
for the purpose of preventing vexatious suits. 

The floating liabilities of the company outside of the 
claim of the North River Construction Co., are stated to be 
about $1,500,000 due for labor. supplies, traffic balances, 
and other current accounts. In addition to this floating 
(debt there is the balance of $7,500,000 du2 to the North 
tiver Construction Co., and also $4,000,000 under the 
equipment contract. The amount due for equipment, how- 
ever. is payable in regular installments, and the company 
has 10 years to pay it in under the contract. Tbe amount 
due for labor and wages is said to be $350,000, including 
the salaries of the employés for May and a portion of April. 
The issue of $15,000,000 second-mortgage bonds for the pur- 
pose of paying the claim of the construction company and 
other debts has been suspended on account of the inability 
to negotiace the bonds in the present state of the money 
market. It is stated that, although the suit is formally 
brought for foreclosure of the mortgage, the foreclosure will 
not necessarily follow as it is the Tennaien, if possible, to 
arrange some plan of reorganization which will make such 
an extreme measure unnecessary. 

The company has published the following statement iu re- 
lation to the receivership: 

* The proceeding under which these appointments have 
been made is one to foreclose the mortgage, but some plan of 
reorganization is expected to be agreed upon hereafter. 
Should this be done, the foreclosure and sale thereucder will 
not be necessary, 


“ In January last the North River Construction Co., 
which had built the West Shore road, went into the hands 
of a Receiver, witha debt due to contractors and otheis of 
about $5,000,000. It had substantially completed the rail- 
way, and unlike many construction companies, which have 
made large profits at the expense of the railway companies, 
it labored to complete a road as perfect in all its details as 
the most approved methods of construction could accom- 
plish—one that could be operated at the least possible per- 
centage of expense. The character of the railway is proof 
of how thorougbly this purpose was carried out. 

“The railway company opened for business throughout 
its entire line on Jan. 1 last. It hada year’s taxes to pay, 
considerable expenditures to make in the way of supplying 
additional equipment, completing some of its stations, and 
providing many conveniences for advantageously operating 
its trains. The money necessary for these purposes had to 
be supplied from its daily receipts. These receipts, though 
very satisfactory under the circumstances, have been inade- 
quate for the following reasons : [t took some time to perfect 
connections and traffic arrangements with the West to secure 
a fair share of the through business. The first six months 
of the year are always the period of least revenue. A dis- 
astrous war of rates has existed most of the time, and a rival 
railway has reduced the local freight rates at competing 
points about one-half. 

* Arrangemements were made in the month of May by 
which it was believed the company would raise sufficient 
money upon a second mortgage bond to meet all the neces- 
sities of the company, provided a majority in interest of 
first mortgage bondholders would fund their coupons for 
three years. The holders of only about $15,000,000 have 
thus far sigued the funding agr.ement, though signatures 
are coming in daily and no opposition to the funding has 
developed. 

‘The recent financial disturbarces and the suits brought 
by creditors and stockholders of the construction company 
have made the raising of money upon junior securities at 
present impossible unless at a sacrifice, to which the com- 
pany ought not to submit. 

‘*Tt bas therefore been deemed for the best interests of all 
parties in ownership to place the properties of the company 
in the hands of Receivers and under the protection of the 
Court and await a revival of traffic, a restoration of rates, 
and a recovery from the present financial depressiov. This 
will give time for perfecting, under a more favorable con- 
dition of the markets, a plan for providing means for such 
moneys as the company may require. 


Northern (New Hampshire).—The terms of the lease 
of this road to the Boston & Lowell Co. will not be formally 


made public until the meeting on June 18. Itis understood, 


however, that the Boston & Lowell guarantees the payment 
of a 5 per cent. dividend yearly on the stock of the Northern 
Co. The company has no bonded debt, and its floating in- 
debtedness is confined to the ordinary current balances, so 
that ‘. dividends will represent the total amount of the 
rental. 

It is understood that if the lease is ratified the large sur- 
plus of the company will be divided among the stoekholders 
in the form of an extra dividend, the exact amount of which 
is not stated, but it is thought that it will reach 25 per cent., 
asufficient amount being retained to meet the contingency of 
a decision against the company in the pending litigation 
with the Ogdensburg & Lake Champlain over the old 
through-line contracts. 


Northern Pacific,--This company’s statement for April 
and the ten months of its fiscal year from July 1 to April 
30 is as follows: 

- -April.-————. ———Ten months.—-— 
1884. 1883. 1882-8; 





Earnings..........$1,441,515 $360,411 $10,172,648 $6,235,857 
Expenses.......... 663,478 494,607 ~ 6,163,838 4,103,962 





Net earnings.... $778,037 $165.804  $4.008.810 $2,131,895 
Per cent. of exps.. 46.0 74.9 60.6 65.8 

For the eleven months this shows anincreasein gross 
earnings of $3,936,791, or 63.1 per cent., with an increase 
in expenses of $2.056,876, or 50.2 per cent., and a resulting 
gain of $1,876,915, or 88.0 per cent., in net earaings. 


Pennsylvania.—The new Germantown & Chestnut Hill 
Branch is completed, and was opened for treffic June 11. 
It leaves the main line of the New York Division near 
Powelton avenue in Philadelphia, and runs through the 
western part of the Germantown district to Chestnut Hill, 
a distance of 614 miles _ At present the trains each way 
only are run between the Broad street station and Chestnut 
Hill, stopping at seven intermediate stations—Powelton 
avenue, the Zoological Garden, Ridge avenue, Germantown 
Junction, Chelten avenue, Tulpehocken street and Wissa- 
bickon. The number of trains will hereafter be largely in- 
creased, and as fast as the buildings can be completed new 
stations are to be added to'the above list at Westmoreland 
avenue, Queen street, Upsal, Carpenter, Allen’s lane and 
Higbland avenue. 


Pine Creek.—The statement of this company, as filed at 
Harrisburg, shows for the six months ending Dec. 31 last, 
during which the road was in operation, 328,998 tons of 
through freight were carried. The gross earnings for the 
six months amounted to $188,728. The operating expenses 
and rental exceed the gross earnings by $39,219, leaving a 
loss of that amount to the lessee. The road extends from 
Stokesdale, Pa., to Newberry Junction, 74.8 miles and is 
leased by the Fall Brook Coal Co. This is the line which was 
built to connect the Reading and the New York Central. 


Pittsburgh, Fort Wayne & Chicago.—A dispatch 
from Pittsburgh, June 11, says: *‘ The Pennsylvania Rail- 
road Co. filed a bill in equity in the Common Pleas Court 
this afternoon against the Pittsburgh, Fort Wayne & 
Chicago Railroad Co., to compel the latter to issue the 
balance of special guaranteed stock, claimed to have been 
agreed to under the lease of the latter’s road. The amount 
of stock claimed to be yet unissued is $1,226,555. This 
stock is better known as betterment stock.” 


Portland & Ogdensburg.—The United States Cir- 
cuit Court in New Hampshire has granted the petition of 
Receiver Anderson for authority to issue certificates to the 
amount of $200,000 instead of $100,000, as fixed by the 
original decree. It is stipulated that one-half the amount 
shall be expended upon the road in New Hampshire. The 
Court ordered that the suit of the Mercantile Trust Co. of 
New York against the road shall be heard on its merits at 
the next term. 


Rochester & Pittsburgh.—It is reported that a 
proposition is to be made to the stockholders that they agree 
to the payment of an assessment upon their stock for the 
purpose of paying off the second-mortgage honds and the 
car-trust bonds, thus putting the company on a better 
financial basis. It is said that this plan has received the 
approval of a number of the larger stockholders. 


Rutland & Tidewater.—Surveys are being made for 
this road, and it will prbably be builé this summer. It is 
only five miles long, extending from the West Rutland 





warble quarries to a counection with the Bennington & 





[JUNE 18, 1884 


Rutland road in Rutland, Vt. [ts object is to serve the quar- 
ries whose only rail counection has heretofore been over 
the Delaware & Hudson Co.’s line. 


St. Paul Union Depot.—A dispatch from St. Paul, 
Minp., June 11, says: ‘The large Union Depot in this c’ty, 
used by all the railroads centering here, was discovercd to 
be in flames at 12:30 this morning. ‘The fire started in the 
restaurant kitchen on the third floor, and spread so rapidly 
that 20 waiter girls and other employes barely escaped in 
their night clothes. The building was owned bya stock 
company, in which the railroads are the principal stock- 
holders. ‘The loss is about $200,000, It is impossible as yet 
to learn the insurance, but it is believed to be ample. Tem- 
porary sheds will be put up at the foot of Third 
street for the accommodation of passengers. As 
this was the only depot in the city great incon- 
venience will result. Th>2 building is a total ruin At 
one time it was feared that the fire would rezch tbe large 
wholesale grocery houses on the block above, but at 2 o’clock 
the fire was under control and all danger past. The princi- 
pal stockholders in the Union Depot Co. are the Chicago, 
St. Paul, Minneapolis & Omceha. the Chicago, Milwaukee & 
St. Paul, the St. Paul, Minneapolis & Manitoba, the North- 
ern Pacific, and the Minneapolis & St. Louis railroad com- 
panies. The building cost $150,000. Its contents were 
valued at $50,000, including $5,000 worth of property be- 
longing to the Pullman Palace Car Co. and a quantity of 
baggage. The insurance is placed in New York companies.” 


Terre Haute & Indianapolis.—This company an- 
nounces the opening of its Terre Haute & Logansport Di- 
vision through to Plymouth, Ind., on June 9. The stations 
on the extension of the line, with the distances from Logans- 
port are: Verona, 5 miles; Altoner, 9; Grass Creek, 14; 
Kewana, 19; Bruce Lake, 23; Marcbland, 27; Castleman, 
28: Marmont, 33; Hibbard, 37; Plymouth, 43 miles. The 
line has been in operation to Marmont for several months. 


Texas & Pacific.—A current report, which, however 
lacks contirmation as yet, is that an application will shortly 
be made for the appointment of a receiver for this road, 
and that proceedings for foreclosure will be begun in the 
interest of the Missouri Pacific Co., the basis of the suit be- 
ing the coupons which that company has paid and holds. 
The report is denied by officers of the c2mpany. 


Toledo, Ann Arbor & Northern Michigan.—The 
track on this road is now laid to Ithaca, Mich., 19 miles 
northwest from the late terminus at Elsie and 33 miles from 


the starting point at Owosso. The completion of the road ° 


from Ithaca was celebrated by an excursion to which a large 
number of residents along the line were invited. 


Toledo, Cincinnati & St. Louis.— A meeting of hold- 
ers of Cincinnati Northern bonds was held in Cincinnati, 
June 5, to make arrangements for the purchase of their 
division of the road at the approaching sale. A committee 
of four was appointed for the purpose of conferring with 
eastern holders of the bonds in order to secure concerted 
action. A committee was also appointed to ascertain the 
legal standing of certain bonds and to examine into the 
report that a large amount of money is due the ccmpany. 

At a meeting of the Southeastern D‘vision bondhoiders in 
Boston, June 10, it was resolved tu add the name of Mr. 
Aus'in Corbin to the committee. Subsequently holders of 
the Iron Division income bonds met and appointed a com- 
mittee to confer with the first-mortgage bondholders of that 
division with a view to ascertaining their rights and protect- 
ing the same. 

The Corbin Committee claims that the signatures of bold- 
ers of $612,000 of St. Louis Division bonds have been given 
to its plan for the reorganization of that division. 


Wabash, St. Louis & Pacific.—In St. Louis, June 6, 
the Receivers made application to the United States Circuit 
Court setting forth that there was due for labor about 
$1,000,000, for materials and supplies about $750,000, for 
taxes $20),000, and for other matters about $40,000, in all 
very nearly $2,000,000. They asked that the Court may 
authorize them to issue receiver’s certificates to this amount, 
such certificates to bear 7 per cent. interest, to have not less 
than one or more than two vears to run and to bo issued in 
denominations of $5,000, $10,000 and $20,000 each. They 
ask leave to sell these certificates or to use them as collateral 
for raising money to pay the company’s debts above speci- 
fied. 

The round-house and repair shops of this company in Des 
Moines, Ia., were destroyed by fire on the night of June 8; 
seven locomotives and several cars were either destroyed or 
badly damaged. The fire is supposed to have been. incen- 
diary, and the loss is estimated at $25,000. 


Washington, Ohio & Western.—It is stated that this 
company will soon begin work on the extension of the road 
from Round Hill, Va., to Berryville, [7 miles. A considerable 
part of this section has been graded already. The tunnel 
through the Blue Ridge will not be built now, but a tem- 
porary track will be laid over the mountain, which will he 
used until the company has a surplus to build the tunnel. 


Western Union Telegraph.-—The following statement 
is made for the quarter ending June 39, the June earnings 
estimated. 

Balance, April 1.... ......... 


a $4,049 818 
Net earnings for quarter....... 


eC tee me pees 1,750,060 
x ateth tech ddidide cn depen cata dateikekadwaked . $5,799.818 
Tntevest atid sinking TOMAS... cccccse  soccccrcerics 144,000 


WE ohh set tiene ssizs sei bs ce seriou, secon 

The amount required for the usual quarterly dividend (134 
per cent.) is $1,899,800, which will leave a balance of 
$4,256,018. 

The company’s statement says: ‘‘The present quartor 
closes the fiscal year, which will exhibit gross earnings 
within a fraction of $20,000,000—about half a million more 
than the last year; but on account of the extraordinary ex- 
penses during the strike in July and August the net will 
not be quite so large. The last and present quarters show 
an excess in net earnings over the corresponding quarters of 
last year. 

‘* There has been expended in the construction and pur- 
chase of new lives and other telegraph properties, including 
underground wires, pneumatic tubes and new buildings on 
Fifth avenue and on Broad street, New York, since January, 
1881, and up to the close of the present quarter (as near as 
now can be ascertained) about $5,700,000. Of this $1,225,- 
915 was appropriated and paid out of the net revenues 
during the first three quarters of 1881. Since the resolution 
that other provisions would be made for the cost of cor- 
struction and new properties added to the plant, as pub- 
lished in the quarterly statement of March, 1882, there bave 
been advances made from the surplus to the construction 
account amounting to $3,300,000, and the proceeds of 
$1,000,000 of bonds sold were also applied to that account. 
The company has no floating debt.” 


Wisconsin, Pittsville & Superior.—Work has been 
begun on the extension of this road from Vesper, Wis., to 
Marshfield, about 20 miles, with the intention of com- 
pleting this section this year. Residents of Auburndale are 
trying to secure the construction of the line to that point. 
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